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The Brakehsoe Testing Machine. 


ST. PAUL, Minn., Oct. 30, 
TO THE EpIror oF THE RAILROAD GAZETTE: 

The excellent suggestion of moving the M. C. B. brake- 
shoe testing machine from Wilmerding to Purdue Uni- 
versity; in your editorial of Oct. 8, should need no ex- 
tensive endorsement. The exverimental work already 
done in the well- -equipped laboratory of Purduein the 
line of the development of locomotive design is so widel y 
and favorably known among railroad mechanical men 
that the proposition to enlarge the field of usefulness of 
Professor Goss ani! his able assistants in a, branch of 
laboratory work so valuable as the developmext of the 
brakeshoe of greatest efficiency, cannot fail of the 
hearty approval of the members of the M. C. B. Associ- 
ation. 

It is to be hoped that the Executive Committee of 
that Association will soon endeavor to make satisfactory 
arrangements for continuing the usefulness of the test- 
ing machine so ably handled by the Committee on 
Brakeshoe Tests in a way that willenable the members 
to tollow the development of new types of shoes, by 
placing at their disposal data obtained from the same 
machine with which the Committee’s tests were made. 
It would seem that this could not be done in any better 
or more satisfactory way than by placing this testing 
machine under proper regulations in the engineering 
laboratory of such a progressive éducational institution 
as Purdue. E. M. HERR. 








Test of aFour-Cylinder Compound Locomotive—East 
ern Railroad of France. 


It will be remembered that the Paris, Lyons & Medi- 
terranean Railroad {has a number of f_ur-cylinder 
compound locomotives in service, the use of which 
has had considerable influence upon the introduction 
of this type of locomotive in France. Among other 
roads the Midi (Southern) also bas a number, one of 
which has recently been tested on the Eastern Rail- 
road in competition with three simple engines. Ae- 
cording to an article by M. Salomon, the engineer in 
charge of the locomotive department of the Eastern 
Railroad, appearing in the September issue of the Revue 
Generale des Chemins de Fer, the tests were thorough. 
From that article we ake the following abstract. 

The compound locomotive was loaned to the Eastern 
Railroad for the purpose of the competitive trial. Its 
principal dimensions as well as those of the simple en- 
gines are given below: 






_ Cee. Simple. 
Diameter of oteine wheels.. 83.85 in. 82.28 in 
Ws enc wil oo * 4.735 “ 
be ‘ eylinders, He Pecccsce 13.78 * 18.50 “ 
LS 38 5 eee 21.69 ‘* 
Stroke of sain Bie oleae nen aiinlo sens 25.20 ** 26.98 ** 
Maximum travel ot valves, H.. BP. . 96 * S58. ** 
LP... 4.9 * 
Inside lap, H. P.. « 04 * 
yh = be. . i 
Outside “ = = ay ‘ er i 1.30 “ 
Minimum’ point of cut-off, ber cent..... 10 
Maximum “ 5 77 
Admission ports, #- P..1.38 in. < 10.63 in. 1.77 ip. X 14.87 iv. 
2 -1.57 in. X 16.54 in. 
Exhaust s ii. .2.76 in. < l0.63in. 3.39 im, x 14.57 in. 
e im Mee Pat in. X 16 54 io. 
Weight of engine, empty....... 107.69) ibs. 112,061 Ibs. 
ann loaded...... -117,3:6 ‘ 124.885 ‘* 
Qa 2... Sa 71,874 ** 73,471 
= WH RENMEI cise. < e:scie <¥ne'sés 45,452 ** 51,414 ** 
se * frout drivers. naa 37,004 ‘* 36,623 ‘* 
ae a. i aie 34,870 “‘ 36,813“ 
= of tender empty. Saateleiecace ,»2oe “ 39,351 ‘* 
. pg Gicsesuentvecus 34.760 “* 43,429 <‘* 
i WN coadccussacueuaoes 12,100 ** 12,100 “ 
Sy i loaded.. « S14 ** 91.880 * 


Both classes of wanna were fitted with four-wheeled 
bogie trucks and had four wheels coupled. The diam- 


eter of the driving wheels of the compound was about 
two per cent. greater than that of the simple. 

The Southern compound was of the four-cylinder 
type, with a complete set of valve motions for each 
cylinder. Both driving axles were used for connections, 
the front one being a crank axle. The simple engines, 
on the other hand, had outside cylinders with a single 
straight main driving axle. 

The grate area was practically the same in both 
types aud the air space between the bars was in the 
neighborhood of one-half the whole area. 

The boiler of the Eastern engine consisted of two 
cylindrical shells, placed one above the other and con- 
nected at intervals. The lower shell was entirely filled 
by 304 ordinary tubes, 1.39 in. inside diameter. The fire- 
box, which is made quite deepin order that the com- 
bustion of the fuel may be complete, is placed between 
the driving axles. 

The boiler of the compound locomotive was of the 
otdinary type, with Belpaire firebox, and contained 111 
Serve tubes, 2.56 in. inside diameter, which had a free 
sectional area for the passage of the gases about 10 per 
cent. greater than those of the simple engines, an in- 
crease that facilitated the draft. As the firebox was 
raised at the back end in order to clear the rear driving 
axle its cubical contents were considerably less than in 
the simple engines. 

The fire was easily maintained in both engines, and re- 
quired only ordinary ability on the part of the fireman. 
While there was no difficulty in running the compound 
engine, a certain amount of skill on the part of the en- 
gineer was required in order to adjust the point of cut- 
off in the two groups of cylinders. so that the steam 
would be used to the best advantage. In fact the points 
of cut-off for the groups of high and low pressure cyl- 
inders ought not to be arbitrarily fixed with reference to 
each other, but should be adjusted in actual service in 
order to obtain the best results. This adjustment, 
which is the most important part of the running of the 

engine, merely requires a little time and an intelligent 
engineer. 

The acceleration of the train to speed either when 
working compound or with boiler steam admission 
direct into all of the cylinders. was more rapid in the 
case of the compound locomotive than in the case of the 
simple engines. Asa general thing the most rapid ac- 
celeration could be obtained by admitting boiler steam 
to the low-pressure cylinders and opening the exhaust 
from the high pressure directly into the atmosphere. 
This method of operating considerably’ increased the 
steam consumption, but caused no material inconve. 
nience, because it was not necessary to keep it up 
long. Finally, when the engine cannot start a train 
when working as a compound, it is possible to in- 
crease the drawbar pull by admitting steam for a 
short time to the large cylinders by means of a 
special valve, and that, too, without any preliminary 
manipulation of the exhaust from the small cylinders, 
This method of procedure, to which frequent recourse 
was had during the trials, invariably enabled the com- 
pound engine to start the trains even when they were 
very heavy and standing upon a curve, thus appearing 
to be entirely sufficient for all circumstances arising in 
the service of the Eastern Railroad. 

On favorable grades and when the hauling of the 
train did not require any great tractive effort, the com- 
pound locomotive did not seem to possess any material 
advantage over the simple engines. But on adverse 
grades, or where the drawbar pull required that the 
point of cut-off should be later than 25 per cent. of the 
stroke, the compound worked more easily than the sim- 
ple engines. In thecase of the latter engines when run- 
ning with a late cut-off, it was essential that the engine 
driver should pay very close attention to his fire in order 
to avoid tearing it to pieces by the blast. 

In hauling the test trains, the cut-off of the low- 
pressure cylinders was always later than in the high, 
the difference between the two points being greater as 
the drawbar pull to be developed decreased. For exam- 
ple, in hauling upa grade the points of cut-off were so 
adjusted as to give a cut-off of 55 per cent. of the stroke 
in the low and 60 per cent. in the high pressure cylin- 
ders or 45 per cent. of the stroke in the low and 55 per 
cent. in the high pressure cylinders, On the average 
profile, however, a cut-off of 35 per cent. in the low and 
55 per cent. in the high would do well, while the latter 
could even be increased to 60 per cent. where it was de- 
sired to run at high speeds. On level stretches or on 
down grades, the point of cut-off of the low-pressure 
cylinders could be raised to 60 and even to 70 per cent. 
of the stroke, while that of the high pressure could be 
still further reduced. 

It should be borne in mind that the main object of the 
tests was to ascertain the comparative merits of these 
engines, in hauling the ordinary winter trains on the 
Eastern Railroad as well as the heavier ones of the 
summer traffic; while determining, at the same 
time, the consumption of cil, water and fuel for each 
engine. 

The fuel used was the mixture of fine coal and 
briquettes used in regular high-speed service on the 
Eastern road. The briquettes were made of semi- 
bituminous coal. An analysis of the fuel showed: 


Volatile matter in ke escus CPE E COOL COEE PR TeE 18.92 per cent. 
MMOOUNN ccccccedeswescctuch aces 19 = = 





Ash in briquettes pes wae 
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All of the engines did their work with ease, and, ex- 
cept in those trials where they were overloaded, they 
ran on time. The loading was practically the same, 


averaging 103 tons for the simple engines and 105 tons 
for the compound. 

The water consumption for the compound averaged 
220 Ibs. per train mile or 1.9 lbs. per ton (2,000 lbs.) per 
mile. In the case of the simple engines these. averages 
were 239.29 Ibs. and 2.09 lbs. respectively. 

The consumption of fuel and oil for the period cov- 
ered by the tests included that used in kindling the 
fires, which was done 41 times in the simple engines and 
42in the compound. The average consumption of fuel 
in the compound locomotive per train mile was 30.9 lbs. 
and 0.27 lb. per ton (2,000 lbs.) mile; the corresponding 
averages for the simple engines being 32.63 Ibs. and 
0.256 lb. The compound, therefore, effected a saving}per 
train mile of 5.4 per cent. on the average, though wheu 
making a comparison with one individual engine the 
percentage was greater or less according to the engine 
used as a basis of comparison. The saving per ton mile 
was 5.6 percent. Inthe case of the water evaporated 
per pound of fuel, the compound was inferior to the 
simple engine by 1.9 per cent. The oil consumption of 
the compound was 0.17 lb. more per train mile and 0,002 
oz. more per ton (2,000 lbs.) mile than that of the simple 
engines, an average consumption of about 13.7 per cent. 
over that of the simple engines. 

During the time that the engines were being tested 
with an overload, there were many and wide variations 
in the atmospheric conditions. The temperature varied 
from 19.5 deg. to 57 deg. Fahr., and there were several 
storms of rain and snow. Yet in spite of this the engines 
hauled trains weighing from 197 to 200 tons on time, the 
speed ranging from 36 to 48 miles an hour. In this trial 
the average saving in water consumption by the com- 
pound engine was 9.4 per cent. per train mile and 8.9 per 
cent. per ton mile. In fuel consumption the compound 
gave an average of 43.56 lbs. per train mile and 0.20 lb. 
per ton (2,000 lbs.) mile; that of the simple engines be- 
ing 49.83 lbs. and 0.228 lb. respectively. This gives an 
effective saving by the compound of 12.7 and 11.2 per 
cent. 

It will be seen that the saving in water by the com- 
pound was about the same under both conditions of 
service, while that of the fuel showed a remarkable in- 
crease in the case of overloading. The actual value of 
the results was, however, vitiated by the variable con- 
ditions under which the work was done, as well as 
the fact that the drivers were paying more attention to 
hauling the trains on time than to saving fuel. But 
under the overloading the evaporation of water per 
pound of fuel was higher in the compound than in the 
simple engines, it being 7.11 against an average of 6.85 
for the simples. A table giving a comparison in detail 
of all of the work done shows a fuel saving for the 
compound ranging from 5.49 to 8.18 per cent. for ordi- 
nary trains, and of 17.73 for heavy trains; a differ- 
rence whichis attributed in part to the fact that the 
steam pressure in the simple engine was 170.28 lbs, per 
square inch, and 198.66 lbs. in the compound, as well as 
to the conditions of draft which were unfavorable to the 
simple locomotives. 

In summing up the results of the test the author 
gives an advantage to the compound in a fuel saving of 
from 5 to 12 per cent., according to the weight of the 
train, asaving in water of from 8 to 9 per cent., anda 
few other minor points; while to the simple engine he 
gives a lower first cost and a decrease in the expense of 
maintenance. In giving an estimate of the probable 
actual saving to the Eastern Railroad resulting from the 
adoption of the four-cylinder compound locomotive, the 
author places it at 3.2 lbs. per train mile, or $0.00586 
Admitting the life of an express engine to be 2 
years, and that its annual mileage would be 54,000 miles, 
its total mileage would be 1,080,000. The cost of such 
an engine would be about $2,420 more than that of the 
simple. With an interest charge of 3 per cent., the 
author calculates the annual supplementary charge to 


b 
. $2,420 x .(67 = $162.14. 


Hence the annual supplementary expense per train 
mile would be $0.003. The expense of renewing the 
crank axle he places at about $0.0033 per mile, so that 
the total extra expense involved in the use of the four- 
cylinder compound would be $0.0063 per engine mnile, 
while the saving in fuel would amount to but $0.00586, 
making a direct loss of $0.00044 per mile or $23.76 per 
year as the result of using a four-cylinder compound 
locomotive. But under the peculiar conditions existing 
on the railroad under consideration, the use of the four- 
cylinder compound locomotive would involve a greater 
expense than that given in the above figures, and a bal- 
ance would only be shown in its favor by an increase in 
the price of fuel. On the other haud, it is expected that 
a rearrangement of the blast pipes in the simple engines, 
accompanied by either a superheating or at least a dry- 
ing of the steam, coupled toa modification of the pres- 
ent form of link motion, will decrease the coal con- 
sumption of the engines and, at the same time, increase 
their power. Hence the only condition that would ne- 
cessitate the adoption of a four-cylinder compound loco- 
motive would be where a maximum amount of tractive 
power should be required from a boiler of strictly lim- 


ited dimensions. 





Recent Improvements on the Baltimore & Ohio. 
(Concluded from page 782.) 
AT PITTSBURGH, 
The work now being done by the Baltimore & Ohio in 


improving its Pittsburgh terminals may be divided into 
two parts: First, the revision and enlargement of the 
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freight yards in Pittsburgh, together with the improve- 

ment of the approaches to the same; second, the con- 

struction of the Glenwood trestle and the new freight 

yards at Glenwood station. 

The work in the Pittsburgh yards extends from the 

passenger station to a point about one mile outside, 

and a plan of the improvements is shown in Fig. 1. The 
tracks enter the city along the north bank of the Monon 

gabela, along which the railroad owns considerable 
land. The utilization of this property to best advantage 
has necessitated the changes now being made. The 
tracks—two main and a third track—run for several 
miles, as they approach the city, directly along the north 
side of Second avenue, a busy street, on which there is a 
double-track electric street railroad. Instead of con- 
tinuing along the north side of this street until near the 
Pittsburgh station, as now, the line will be made to cross 
to the south side, so as to reach the ground on the river 
front to be used for new yards. This crossing of Second 
avenue, shown in Fig. 1 near the roundhouse A, is 
effected by means of a heavy three-tracked latticed 
bridge, having a clear span of 139 ft., and built 
on an extreme skew. The approach to _ this 
bridge from the east is made on an earth em- 
bankment 1,150 ft. long, the perpendicular face of 
which along Second avenue is supported by a heavy re- 
taining wall of rock-faced ashlar. This-wall has an 
average height of 18 ft., and, together with the abut- 
ments to the bridgeover Second avenue, contains about 
8,300 cu. yds. of masonry. These changes in line have 
necessitated a relocation of part of Second avenue, a 
portion of what was formerly the street becoming a part 
of the railroad’s right of way, while a section of the 
street has been transferred to ground heretofore used by 
the company’s main tracks. The old location of the 
main tracks is shown approximately in Fig. 1 by the 
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double track, and a new freight yard near Glenwood 
station, with a capacity of 1,000 cars. The object of the 
work is to utilize afportion of the river front at this 
point for yard room, to relieve the main tracks from 
Marion Junction to Glenwood, and to render it unneces- 
sary to run freight trains over the objectionable crossing 
at Hazelwood, the next station east of Marion. 

Under the new arrangement, the main line from 


line across Second avenue at Hazelwood before they 
could proceed on their way. This was the cause of 
constant blocking of traffic on Second avenue. Trains 
may now be sent on or off the main line from the Glen- 
wood yards in the direction in which they are going. 
CUMBERLAND AND CONNELLSVILLE. 

At Cumberland, Md., on the Pittsburgh Division, exten- 

sive plans have been made for a new yard and new repair 





Fig. 3.—Profile of Glenwood Cut off—Baltimore & Ohio Railroad. 


Wheeling Junction to Marion Junction will be used for 
passenger trains, while freight trains will leave the main 
line at Wheeling Junction and proceed by way of the 
Glenwood cut-off, as it is called, to the new yards, Pass- 
ing these yards freight trains again return to the main 
tracks and after traversing these for a short distance 
they reach the Pitsburgh Junction Railroad, forming the 
link between the Pittsburgh Division and the Pitts- 
burgh & Western, the B. & O.’s connection to Chicago. 
The Glenwood tracks thus not only serve to utilize the 
shore property near Glenwood, but to relieve the pas- 
senger tracks between Wheeling Junction and Marion 
Junction. 

The ‘“‘cut-off” shown along the bank of the river, in 
Fig. 2, is about two miles long, 4,900 ft. of which is tres- 
tle work, owing to the low level of the river front. 
Leaving the main line at Marion Junction, and running 
toward Baltimore, the tracks cross Second avenue on a 
curve, at grade. After running on an earth embank- 
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shops. A considerable part of this work has been done and 
itis being steadily carried forward. Of this work three of 
the seven sections of the new yard have been graded 
and are ready for the tracks, and the grading of the re- 
maining sections is going on. The total capacity of the 
new yard will be 3,175 37-ft. cars, being divided into 990 
cars in the general yards, 820 in the coal yards, 640 in the 
storage yard and 725 in the car repair yards. This yard 
lies east of Virginia Lane, between the main tracks of 
the road and the Chesapeake & Ohio Canal. 

Of the buildingsin the yard there have been completed 
the roundhouse, having 44 stalls, and the adjoining 
building containing the storehouse, machine shop and 
smith shop. There have also been completed the water 
tanks, storehouse for oil and waste. and sand house, coal 
chutes and ash pit near by. On the remainder of the 
buildings nothing has been done. The plans for these 
buildings include a two-story machine shop 140 x 300 ft., 
a smith shop 215 x 100 ft., and a boiler shop 120 x 300 ft.., 


ot 





Fig. 1.—Terminal Freight Yard of the Baltimore & Ohio Railroad at Pittsburgh. 


letters 7, U, V, W, X, Y, Z. The expense of this change 
of location has been borne by the railroad, the work in- 
cluding the transferring of gas pipes and water mains, 
and the reconstruction of the electric car tracks, for 


‘about 900 ft. This work is now completed, as 


well as the walled embankment approaching the 
Second avenue bridge and the bridge itself. From 
here on toward the terminus the work consists 
largely in extensive filling along the river front to bring 
the ground up to the necessary grade. About 165,000 
cu. yds. of earth will be required to complete this part 
of the work, adding about 70 ft. to the width of the 
yards. This work is now under way. As the plans 
show, the two passenger tracks run along the river front 
from the Second avenue bridge to the station, while the 
freight tracks and yards occupy the space between them 
and Second avenue. A 40-ft. paved street, calledjFreight 
avenue, runs through the yard for adistance of 3,000 ft. to 
facilitate the loading and unloading‘of cars. The capac- 
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ment for several hundred feet, the line crosses the tracks 
of the Monongahela connecting railroad (operated by 
Jones & Laughlin) on a pony truss of 93ft.span. At 
the east end of this bridge the trestle work begins. The 
bents, which are 15 ft. apart, are supported on 1,800 
piles. The length of the trestle is 4,900 ft., and its ex- 
treme height about 43 ft. It is provided with planked 
middle and outside waikways, with substantial band- 
railing. 

At the eastern end of the trestle the new yards begin. 
Fifteen of the proposed tracks in this yard are now 
done, giving a capacity of 650 cars, and this is all that 
will at present be built. To extend the capacity of the 
yard to 1,000 cars, as contemplated, will require much 
filling along the river front. The trestle and other 
parts of the work were finished and opened for traffic 
last June. 

The cost of the Glenwood work was about $250,000, 
and that of the Pittsburgh work, when completed, will 
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Fig. 2.—Glenwood Improvements—Baltimore & Ohio Railroad. 


ity of the present freight station is 64 cars, and the new 
yards will contain room for storing 290 cars 37 ft. long. 
The Try street yard has a capacity of 50 cars. At the 
east end of the yards, near the bridge over Second ave- 
nue, will be located the turntable, water tank, coal 
chutes and ash pits. 

The work near Glenwood, five miles from the termi- 
nus, includes one bridge, a trestle 4,900 ft. long, both 


be close to $240,000. The Glenwood trestle is a model of 
solid construction, about 3,000,000 ft. of Georgia pine 
going into it. This work, as well as that at Pittsburgh, 
is from plans by Mr. W. T. Manning, Chief Engineer. 
The crossing at Hazelwood has hitherto been a source 
of constant friction between the railroad company and 
the city, inasmuch as all trains made up in the old 
Glenwood yards had to be backed down to the main 


containing a 25-ton overhead crane. These are all at 
the west end of the yards. Then comes a transfer pit 
and then an erecting and paint shop 140 x 450 ft., with 
capacity for 44 locomotives. A second erecting shop, 
east of the first, also 140 x 450 ft., has a capacity of 36 
locomotives, the south end of the building to be used 
as a tend2r shop, with a capacity of 16 tenders. East 
of this shop again there is another large building 180 x 
450 ft., divided into a car-erecting shop, 180 x 350 ft., 
with a capacity of 68 cars, and a smith shop 100 x 180 ft. 
Two other large car shops, still further east, are planned, 
each 150 x 450 ft., with a capacity of 44 cars each. These 
various buildings are separated by transfer pits and 
have tracks at north and south ends. 

South of these shops are to be located the various 
covered platforms and storehouses for material, one of 
these buildings having a second story for use as offices, 
South of these again is to be the car repair yard. 

In the southeast corner of the yard will be located the 
saw mill, 70 x 250 ft., and the iron and brass foundry, 
80 x 200 ft., containing a cupola furnace and a5-ton over- 
head crane. The pattern room will be on the second 
floor of this foundry. 

It may be readily seen that the completion of these 
shops will require a large amount of time and money, 
but it is the policy of the receivers to complete the plant 
as soon as possible. 

At Connellsville, Pa., the contract has been 
let for new freight and passenger stations to the 
Fayette Lumber Co., Limited, of Connellsville. The 
passenger station will be a one-story brick build- 
ing, 31 ft. x 110 ft., with a 10-ft. platform along one side 
and end, anda 17-ft. platform extending 480 ft. along 
the track side of the building. The building will be.of 
brick laid in cement mortar, with a slate roof. It will 
be steam heated, and have both gas and electric lights. 
It will contain a baggage and express room, ladies’ wait- 
ing room, ticket office, general waiting room, smoking 
room and telegraph office. A deep, sloping roof, arched 
windows and exposed timbering give the building a pic- 
turesque appearance. 

The freight station will be a one-story frame struc- 
ture, 40 ft.x161 ft., having a 6-ft. platform on three 
sides and a 4-ft. platform on the fourth. It will contain 
freight offices and a freight room 38 ft. x 130 ft. 

At Clarksburg, W. Va.,a new freight house is also 
being built, the contract for this work having been let 
to J. B. Brady & Bro., of Baltimore. This building 
will be 207 ft, 58 ft., of brick, with a slate roof, 
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Fig. 1.—Electric Circuits, Rail and Wire, for Automatic Block Signals—Cincinnati, New Orleans & Texas Pacific Railway. 
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Automatic Block Signals on the Cincinnati, New 
Orleans & Texas Pacific. 





The above-named road now has 132 miles of its line, all 
single track, equipped with automatic block signals, 
and as the policy of gradually extending the use of these 
signals has been consistently maintained fora number 
of years we have got from Receiver Felton a few notes 
concerning them, which we give herewith, together 
with a view of one of the enclosed disk signals made by 
the Union Switch and Signal Co. 

The introduction of automatic electric block signals 
on this line began in 1891, when a few isolated signals 
were placed at tunnels. Since that time frequent addi- 
tions have been made until at this time there are several 
long sections of the road protected by consecutive over- 
lapping blocks, and all the tunnels, 27 in number ; there 
being a total of 160 signals, covering 132 miles of the 
most difficult portions of the road. 

The signals in use are the Union and the Hall; the 
greater portion are the former, of 
which two forms are used, the disk 
(enclosed) and the “banner” or 
“clock work ”’ signal. The Hall 
signals are all of the disk pattern. 
The circuits and manner of opera- 
tion are practically the same in all, 
the signals being held at safety, 
their normal position, by the direct 
action of magnetism. Inthe disk 
signal, when the restraining influ- 
ence of the magnet is withdrawn 
the disk falls to danger by its own 
weight; the disk being drawn back 
to safety again by the direct action 
of the magnet when the train leaves 
the block. In the clock work signal 
the banner makes a quarter revo- 
lution on a vertical axis whenever 
the clockwork is released by the 
opening or closing of the electric 
circuit controlling it, the power to TTT YO 
operate the clock work and revolve 
the banner being obtained from a 
weight suspended in the body of 
the signal post. This weight re- 
quires occasional winding. 

The block sections vary in length = 
from 1 mile to3¢ miles, according to , Fig. 2. 
the local conditions. Trains in each 
direction are governed by the signals on the right-hand 
side of the track as seen by the engineman. The main 
electric currents are all conveyed by the rails of the 
track, the track circuits operating relays which control 
the wire circuits operating the signals. The tracx cir- 
cuits are so divided as to make an over-lap for every 
signal. The over-lap, so called, extends the control of 
the signal for any one block over into the next block as 
far as is desired, the average distance being half a mile. 
The limit of each over-lap circuit is indicated by a white 
post bearing the number of the signal controlled by it. 
The beginning of each main circuit, 210 ft. in the rear of 
the signal, is indicated by a triangular iron sign about 7 
ft. high, a sketch of which is shown in Fig. 2. The track 
circuits are separated from each other by insulated 
joints. 

The important rule governing the movement of trains 
through these block signals, which differs from those in 
use on double-track roads, is: 

“If the signal is red before the train enters the block 
or is white and does not change to red before the train 
reaches the signal it indicates danger and the train 
must stop; send a flagman in advance immediately; 
wait five minutes after the flagman has started and 
then proceed under full control, not exceeding six miles 
an hour, until the obstruction is reached or the train 
passes out of the block.”’ 

The exceptions to this rule are: 

“Trains of an inferior right approaching a meeting 
point within the limits of a block may pass the red sig- 
nal and proceed to the siding under full control. . . 
When following trains or sections are detained outside 
the block each train or section will allow the preceding 
train or section five minutes to clear the block, where 
the block is continuous. If the block is not clear at the 
expiration of the five minutes the train will proceed 
under full control expecting to find the block occupied 
by a preceding train.” 

In addition to the usual telegraphic reports from en- 
ginemen who find signals out of order, the signals gov- 
erning trains moving in the opposite direction must be 
observed by the flagman when the train passes out of the 
block, and reported if they fail to clear 

Fig. 1 is a sketch showing three consecutive blocks, 
with signals protecting trains in both directions. The 
track is divided into sections on the sketch. The ends 
of the track sections have been designated by letters A, 
B, C, etc. The track sections are A-B, B-C, C-D, etc., the 
signal sections being A-C,C-E, E-H, Table 1 shows the 
movement of a southbound train, though it should be 














TABLE 1.—SIGNAL POSITIONS DURING MOVEMENT OF A SOUTH- 
BOUND TRAIN, SHOWING HEAD AND REAR PROTECTION, 
Note.---Odd numbered signals govern southbound trains. Even 
numbered signals govern northb: und trains. “C” means clear sig- 
nal. “&”’ means red signal. 
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understood that a train on a section holds certain defi- 
nite signals at danger regardless of its direction, as, for 
instance, a train going in either direction in section C-D 
holds signals Nos. 9, 11 and 12 at danger. The manner 
in which this is shown in the drawing will be readily 
understood by following the connections to one signal, 
say No. 9. The presence of the train in section C-D 
opens the relay D! by short circuiting practically all of 
the current from battery C?._ The dropping of the arma- 
ture of D1 opens the three contact points, and it will be 
seen that the uppermost one of these opens a wire run- 
ning, on poles, to signal 9. The same wire, it will be 
seen, runs through two relay points at B so that signal 
9 may be similarly demagnetized by trains running or 
standing in sections A-B and B-C. ; 

To illustrate the head end protection, consider a train 
going from Eto Dand beyond. When the first pair of 
wheels passes D, signal No.9 is set at danger in addition 
to No. 11, which has been previously set. 

In the table it will be seen that when a train enters 
section A-B it sets No. 9, Nos. 7 and 10 having been pre- 
viously set; reaching section B-C, signal No. 7 is cleared 
and No. 12 is set; reaching section C-D, No. 10 is cleared 
and No 11 is set, and so on from section to section, ample 
protection being always provided in both directions, 

While in the eariy history of automatic block signals 
there were faults due to apparatus, it may now be said, 
as a rule, that any failures except those due to light- 
ning can be traced to some fault of human agency, 
generally oversight of maintenance men. Malicious 
tampering is rare on the Cincinnati Southern. 

The signal instruments are protected against light- 
ning by one-Ampere fuses, the burning of which gives a 
danger signal. Many experiments have been made with 
so-called lightning arresters, but so far with only par- 
tial success. 

The percentage of failures from all causes to the num- 
ber of signal movements is very small, being one failure 
to about 3,528 movements. The original cost of the 
automatic signals in place has been about $400 each. 
The average cost of maintenance per month per signal 
for the year ending June 30th, 1897, was $7.40. 








Discipline on the Soo. 





The Minneapolis, St. Paul & Sault Ste. Marie, which 
abandoned suspensions of trainmen on March 1, 1896, 
and adoptea a debit and credit record, has lately modi- 
fied its plan, adopting a schedule which really makes a 
man’s seniority, as affecting his chances for promotion, 
dependent upon good conduct as well as upon mere lapse 
of years. In the original plan, adopted last year, each 
man, at the start, received a ‘‘credit”’ of 60 days, pro- 
vided he had been in the service two years or more. 
From the circular then issued we are unable to learn 
precise details of the operation of the plan, but as now 
modified, beginning Aug. 1, 1897: 

** All credits and debits will be erased, and a new ac- 
eount opened. Each engineer in good standing on Aug. 
1 will receive a credit equivalent to his term of service 
in months. For example: a manin the service 10 years 


will receive a credit of 120 months, and foreach year of 
perfect service thereafter, he will receive an additional 























Fig. 3.—Union Disk Signal—C., N. O. & T. P, Ry. 


credit of 12 months, in place of 35 days as before. Should 
he incur a debit, it will be deducted from his account, 
as for example, one month reducing his credit to 119 
months, and reducing his seniority one month.” : 

*“‘ Bach account will be settled monthly, and a debit 
one month will be no bar to his receiving a credit on the 
following month, or at any time that it may be due, the 
monthly settlements taking the place of the annual, as 

fore. 
bet For the reason that under this plan, the lowest debit 
is one month, and for the reason that a debit of one 
month would be too severe a penalty for a minor offense, 
it is deemed best to abandon the plan of making debits 
for less than 30 days. Instead, reprimands will be given 
when the offense does not result in loss or damage to the 
property of the company, delay or inconvenience to 
trains, and for the minor offenses not necessary to de- 
tail, three reprimands to one employee being equivalent 
o one month, except as follows: 

‘“* One reprimand will be canceled by a perfect record 
for the three months subsequent to the date of its issue, 








et See « 


ye ; 


a goa 


THE RAILROAD GAZETTE. 





VoL. XXIX., No. 46. 








“Two reprimands will be canceled by a perfect record 
forsix months subsequent to the date of the second is- 
sue. 

“Three reprimands in one month is equivalent toa 
debit of one month. : ; 

‘*A generally poor record will call for special consid- 
eration from the mechanical superintendent, and may, 
after a hearing, bring dismissal, though a specific offense 
sufficient of itself to cause dismissal may be absent. _ 

“The credit system will be based on general meritori- 
ous service, with excellence in the following special di- 
rections: d 

‘Punctuality of trains when the schedule time is made, 
without exceeding the speed limit and without over- 
time. 

“Economy in fuel and lubricants and cost of repairs 
per 10,000 ton-miles made. d 

“A freedom from disagreements with other employees 
of the company when in discharge of their duties, who 
are not subordinate to engineers. 

‘‘Non-affiliation with labor organizations under whose 
by-laws strikes can occur.” 

The General Manager’s circular gives, in addition to 
the foregoing, the usual items for which merits or de- 
merits are given and in the preamble says: 

The leading objects of the system of discipline by rec- 
ord are: 

“To avoid the loss of time and wages to employees to 
avoid the incorrect and pernicious feeling on the part of 
apn employee who has been suspended (and thus lost time 
and money) that he has paid the company for the loss 
and trouble he has caused, and that he can settle again 
in the same manner. . . . No continuous service per- 
formed by men can be perfect, but a high standard of 
discipline will produce a high class of service.” 


The foregoing is from the circular to enginemen. 
Similar regulations prevail, we believe, in all depart- 
ments of the train service and also among yard train- 
men. 











Power Distribution and Multiphase Current Transmis- 
sion for Street Railways.” 


BY MAURICE HOOPES.t 


[In the first part of this paper the author discusses in 
‘some details the comparative merits of the different sys- 
tems of transmission in common‘use. These are clas- 
sified under the following heads: (1) By a special gen- 
erator; (2) by a booster; (3) by the three-wire system; (4) 
by the alternating current. He calls particular attention 
to the fact that where it is necessary to select from the 
foregoing list the most suitable system for any particu- 
lar case, there are many conditions to consider before 
coming to a wise decision. We publish in full the latter 
part of the article, inasmuch as this portion in particular 
discusses the advantagesand disadvantages of the three- 
wire and the multiphase sysems.] 


The ‘“‘three wire system,’’ although very useful in 
lighting work, has been of little service in railroad dis- 
tribution. Its value for the latter purpose has been con- 
siderably over-estimated, although there are places 
where its use has resulted in the maintenance of satis- 
factory potential on sections of track, using the same 
copper, when the usual system could net approach doing 
it. The advantage of the three-wire system is based on 
the fact that it enables the use of double the usual 
potential for distribution, thus in the perfect case re- 
quiring but one-fourth the copper to transmit a given 
current ata given loss. This law, that the amount of 
copper varies inversely as the square of the potential, is 
due to the fact that doubling the voltage halves the cur- 
rent for a given amount of energy. The same percentage 
of loss allows a loss of twice the number of volts, and 
this, with but half the current, admits of the use of 
copper having four times the resistance, hence one-fourth 
the weight. The ‘‘perfect case” just cited is one in 
which no third or “neutral” wire is necessary. Such a 
one does not exist in practice, and this neu- 
tral wire has to be supplied to conduct the 
excess of the current used on one side of the 
system over that used on the other, between the gener- 
ators and the motors. In railroad work the rail is used 
as the neutral conductor. It is seldom that a whole road 
is — on this system, the common practice being to 
apply it to only those parts on which the ordinary system 
is insufficient. Where there are: but one or two sections 
to operate with the reversed potential, the switchboard 
described may care for them satisfactorily. Ifone gen- 
erator is made to build up with reversed polarity, and is 
coupled into the auxiliary bus, it will handle such feeders 
as may be thrown upon it as the negative side of a three- 
wire system. The = may have its residual charge 
reversed in a number of ways, one of which is to have 
the shunt field wired through a double throw switch on 
the machine, arranged to disconnect the field coils from 
the armature, and connect them in the reverse direction 
to a pair of charging wires fed from the switchbaard. 
The machine may have its residual charge brought back 
to the usual direction by the commonly used means of 
throwing iu the positive and equalizing switches, with 
the negative open, and allowing the current shunted 
from the series coils of the other machines to energize 
its series coil. {Where three-pole switches are used 
on the generators, the shunt field double throw 
switches may be omitted, and the field reversed 
through the series coil by using an X-shaped pair of con- 
tact pieces insulated trom each other at the point of in- 
tersection. These may be pressed against the switch 
jaws in such a way as to reverse the current shunted 
from the other series coils through that of the machine 
to be reversed. Where the three-wire system is the reg- 
ular system of operation, and the sections are divided 
equally between the two sides of the system, a regular 
three-wire board is preferable. For a less general use 
of the system, the method described answers as well. 
The arrangement then becomes the same as that of the 
‘special generator,” with the polarity reversed, and the 
potential on the machine may be raised above normal, 
and the advantage of greater allowable drop in the cop- 
per added to that of the saving in track drop, due to the 
reversed current flow. 

The writer has said that the value of the three-wire 
system in railroad service has been considerably over- 
estimated. This statement probably needs explanation. 
In lighting work the three-wire system saves 621¢ per 
cent. of the copper. Each wire has to be but one-fourth 
xs large as with the two-wire system, but it is usual to 
make the neutral of the same size as the other wires, 





* From a paper before the American Stree ai - 
ciation, Niagara Falls, N. Y., i. + eee hee 
t Electrical Engineer, Lynn & Boston Railroad, Lynn, Mass. 


thus requiring three wires, each of one-fourth the size 
of those of a two-wire system; hence the use in the 
tbree-wire system of three-eighths, or 374 per cent., of 
the copper necessary in the two-wire system. Because 
this is true of lighting work it is often assumed to be 
true of railway work. If it is not, however, and in no 
case where the track renders any appreciable service as 
a conductor can the saving from the adoption of the 
three-wire system approach the above figures. In 
general its use will make a gross saving of the loss in 
track (assuming that there is no copper paralleling the 
track that may be used as a positive feeder). The net 
saving will be this gross loss in track less the track 
losses due to the passage of current from car to car, and 
of the excesses of current due to lack of balance, back 
to the power station, and the increased overhead loss 
due to the greater drops in the divided feeders than in 
them when combined. 

In the selection, from the various systems of distribu- 
tion of the one best adapted to a-=particular instance, 
there is alwaysa large number of variable factors to 
consider, and usually more or less speculation as to the 
values of certain ones on which no accurate data are ac- 
cessible. This makes it impossible to work from fixed 
laws, and demands individual consideration of each 
case. For these reasons (there is considerable room for 
divergence of opinionsin the matter. The writer has 
given his ideas as to the comparative infrequency of 
cases in which the three-wire system is desirable. The 
booster has a very much more general application, and 
is suited to a greater number of cases than in any one of 
the other systems. Nevertheless, wherever work can be 
handled by a special generator, it should be, unless the 
change involves abandoning existing apparatus. ‘lhe 
last method saves considerable over the booster, and is 
oe for its simplicity. The only limiting con- 

ition toits use is satisfactory regulation. The a.ternat- 
ing current system, with rotary converter substations, 
competes with the booster system and special generator 
in cases where the load factor (the ratio of average to 
maximum load) is high, and where the regular 500 volts 
transmission will suffice during only a few of the 24 
hours. In such a case, the copper losses, because of the 
length of time during which they are excessive, are so 
great that they may often exceed the entire expense of 
an alternating transmission system. The latter system 
also enters into competition with the independent power 
station for that class of business that is too remote 
from an existing station to admit of satisfactory hand- 
ling by the other transmission methods, and too small 
to furnish load for such a station as may approach in 
economy the station trom which the alternating trans- 
mission would be operated. Cases of each kind arise 
with city roads in their needs for transmission to sub- 
urban centers of load, and with interurban roads') The 
roads which the city station receives from the suburban 
centers have usually a very low factor. At morning 
and night they are excessive, and through the remain- 
ing hours comparatively light. Were an alternating 
transmission system installed for such use, it would 
probably lie idle for a large part of the time, its copper 
being used to transmit direct current. During the 
heavy hours it could be called into service. This same 
service might be rendered by raising the voltage on the 
direct current feeders by use of the special generators, 
and allowing the loss, which has been from 5 per cent. 
to 10 per cent. during the light load, to become 25 per 
cent. to 30 per cent. In this way, the line may carry 
three or four times as much current, and maintain the 
voltage at the distant end. 

In comparing the systems, it is necessary to compute 
the annual cost of each, including the items in the fol- 
lowing list: 

ALTERNATING CURRENT. 

Fixed charges and repairs on main station static transform- 
ers, if any, and on sub-station; static and rutary transformers 
and accessories, 

Fixed charges on sub- station land and buildings, 

Sub-station labor. 

DIRECT CURRENT. 

Interest, depreciation, and repairs on such increased cost of 
engines and generaters, as is occasioned by their being fitted 
to furnish increased voltage. 

Cost of fuel to produce output representing difference be- 
tween losses in direct current feeders and those in alternating 
current feeders and transformers. 

This assumes that the same amout of copper is used in 
each system, that the alternating system does not re- 
move the need for sufficient copper to handle the load 
with direct current during a part of the time, and that 
this amount of copper will suffice for heavy loads by 
means of the increased direct current potential trans- 
mission. Should the load be of such a nature that the 
alternating transmission would be operated througbout 
the whole time, there may be a correction made in its 
favor of the annual cost on the increased amount of cop- 
per necessary for the direct current system over that for 
the alternating system. It is probable that the direct 
current generator and engines need not be increased in 
cost more than 10 per cent. by the requirements of the 
increased voltage. The writer has said that he is operat- 
ing satisfactorily with machines designed for the 
standard voltage. Points which should be made against 
the alternating current system, which cannot be 
given exact money values, are the danger to life 
from the increased voltage; lack of uniformity in 
equipment. making lack of flexibility in stations 
(where, under the other arrangement, any generator 
may serve any demand), and the danger of delays due to 
the increased complication of the system, it sometimes 
requiring 15 or 2U minutes :to start the substation ma- 
chinery and get it into service after it has been stopped 
in the midst of load by accident. These points of dis- 
advantage are very important ones, and operating com- 
panies can well afford to expend considerable money to 
avoid them. Especially is it undesirable to install for 
railroad work a system which may be disturbed by the 
extréme overloads such work introduces, and which 
cannot be restored to an operative condition immedi- 
ately the load is brought within bounds. With the 
rotary transformer system any short circuit or extreme 
load, which is not relieved by the substation direct 
current circuit breakers, may stop the rotaries and shut 
the power off the line during the long interval it takes 
to start them and put them into service. 

In the comparative estimate, the results depend more 
upon the load factor than any other condition. With it 
sufficiently high, the alternating transmission may 
show an economy over thedirect current for areas within 
a very few miles of the power station. Untortunately, 
however, the yearly load factor is usually very low on 
railroad work. With such acondition it is cheaper to 
have excessive losses in copper at times of heavy loads 
than to curry the necessary equipment of alternating 
transmission apparatus to keep the losses down at such 
times. The railroad manager naturally insists tbat the 
voltage be maintained reasonably near its normal value 
over the whole road at times of heaviest business. Esti- 
mates that show immense costs for copper to accomplish 
this under the regular distribution system make him 
turn to the consideration of additional power stations 


and multiphase transmissions. If he can be shown 
that he may care for his maximum loads over the exist- 
ing copper by simply raising the voltage on the station 
end of the sections of heavy loss, and pay for the loss 
with coal instead of with interest and depreciation on a 
great amount of additional machinery, he is likely at 
least to determine carefully which he can better afford 
todo. While,in the writer’s opinion, the — of 
cases may be best handled by direct current distribu- 
tion, there are many instances of need for a distribution 
system where none but the alternating current system is 
applicable. Where water powers are used, they are al 
most always so remote from the center of load that very 
high potentials must be used for economical transmis- 
sion. Long interurban roads operating so few cars that 
load can be had for only one power station, bring a con- 
dition where distribution must be so accomplished b 
substations on the alternating system. The Lowell 
transmission presents a case where it was a problem 
whether to care for the new territory with a 
separate station, or to transmit from the exist- 
ing station. So much has been written about the 
multiphase current system that was decided upon and 
installed there, that it is unnecessary to attempt a de- 
scription of it. Mr. Sullivan, the General Manager of 
the company, has kindly furnished the writer with a 
copy of the estimates from which the choice of systems 
was made. He states that operation justifies the esti- 
mate in its statement of the cost of the multiphase sys- 
tem. It showed the cost of power delivered to the trol- 
ley wire to be, for the transmission system, 70 per cent. 
ot that forthe separate power station. There were no 
figures showing what this work could have been done 
for with a booster system. Inasmuch as the latter 
method has been used successfully in place of the other, 
temporarily, it would be interesting to know its compar- 
ative cost. Tests of the Lowell system extending over 
18 days show an all-time efficiency of 76 per cent. as 
measured from alternating generator output to rotary 
converter output, the losses being those of two sets of 
static transformers, line and rotaries. The maximum 
efficiency for any one day was 73 percent. The voltage 
regulation at the substation is about equal to that of a 
well-governed steam driven power station. ) 

The writer has said that the use of alternating cur- 
rents for ordinary electric railroads is limited to the ro- 
tary converter system. Thisisdue tothe fact that al- 
ternating current motors, in their present state of de- 
velopment, are not adapted to the needs of such railroads. 
As yet their use for traction purposes is limited to a few 
European roads, of which the best known is in Lugano, 
Italy. Alternating motors have the disadvantages of 
limited torque and tendency to synchronism. This 
makes them poorly adapted for th uses of any line but 
one having long runs at practically uniform speeds, and 
few stops. These conditions are those of a through ex- 
press service between cities. Accommodation and ordi- 
nary street railway services are such as can only be 
handled satisfactorily by direct current motors. At 
first notice, this fact seems rather contradictory to one’s 
ideas of the flexibility of alternating currents The 
ideal system has been taought to be one composed of a 
generating station containing large multiphase gener- 
ators, with lines distributing current at a potential 
high enough to require but a comparatively small 
amount of copper, static step-down transformers, 
and motors that may be regulated throughout all 
desired variations of speed by merely ,changing 
the impressed E. M. F.: with a controller depending 
upon the use of various ratios of transformation. This 
dream included the freedom from the care of commuta- 
tors, and pictured a car equipment that would need a 
minimum of attention. ere it possible to realize all 
of these advantages, it is probable that the somewhat 
serious complication introduced by the necessity for 
two trolley wires might be tolerated. There seems to 
be little probability, however, of an early solution of 
the problem of adanting the alternating motor to the 
intermittent work of the street railroad. 








Automobile Vehicle—Scotte System. 





According tothe Austrian Monthly Journal of Public 
Works a form of ‘automobile’ has been recently tried 
in France, which may best be described a steam motor 
omnibus which carries passengers and hauls a trailer 
with a seating capacity of 12 persons. The new vehicle 
is intended for service on ordinary roads. It ismounted 
on four wheels of usual construction for heavy omni- 
buses, and has on the forward part of the frame or body 
a platform on which the boiler and engine are mounted. 
Back of this is the compartment far passengers. The 
entire body is 17 ft. long and 6 ft. wide over all, and 
weighs empty about 9,000 lbs. , 

As has been said, the boiler is placed just back of the 
forward axle, and isof the vertical type, designed to 
work at 170 lbs. pressure per squareinch. The engine is 
vertical, with two cylinders, each 414 in. in diameter and 
484-in. stroke. The engine is connected to the rear 
wheels by a chain and sprockets. The exhaust from the 
engine passes through a muffler, and can be turned into 
the water tank. 

Behind the motorman’s platform is a compartment 
with widowsand seats along the sides. This has seats 
for eight persons, and at the rear is a platform like that 
of an ordinary street car, thus providing additional 
standing room. 

The vehicle is steered ‘by means of a lever fastened 
to a vertical spindle which turns the front axle. One 
man can, it is thought, attend tothe engine and boiler 
and steer the vehicle as well. Water for the boiler 1s 
carried in side tanks and also in atank under the floor 
of the passenger compartment, while the fuel (coke) is 
stowed in a box at the front end over the forward axle. 
This box holds about 440 lbs. of coke, a sufficient supply 
for about four bours, running at a speed slightly over 
seven miles an hour. 

The trailer hauled by the motor wagon is simply a 
four-wheeled car orfomnibus with end platforms, and 
having a seating capacity of 12 persons. It weighs 
3,300 lbs. empty. The motor wagon is said to have cost 
about $5,000, and the omnibus that it hauls about $800. 

Several of these ‘‘automobiles” ;have been built and 
are now undergoing trial under the direction of the 
government engineers in various parts of France, in 
order to test their capabilities on all kinds of roads and 
in all conditions of weather. 
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The Effeét of an Earthquake in india. 





The engravings reproduced from the Indtan and 
Eastern Engineer show some of the results of a recent 
earthquake in India. Fig.1 is a view of a section of 
tract between Haldibare and Moghal Hat, on the Cooch 
Behar State Railroad, which has a 2 ft. 6in. gage, and 
is worked by the Eastern Bengal State Railroad. The 
engraving shows the effect on the track of the move- 
ment of the alluvial soil. Fig. 2 shows the destruction 
of the Munshai bridge on the same road. 

The earthquake which caused this destruction was 
felt over a large area. Roughly 
speaking, the range of the shock ex- 


at the point stated in June, 1839, three years later than 
as above stated, it having been the privilege of the 
writer to witness the driving of the first pile. 

The real pioneer railroad of Ohio was the Erie and 
Kalamazoo,to extend from Port Lawrence (now Toledo) 
to the Kalamazoo River in Michigan. It was under- 
taken mainly at the instance and under the manage- 
ment of Port Lawrence parties, who obtained a charter 
from the Michigan Territorial Legislature in 1833. As 
the first suggestion of the kiod in Michigan the bill met 
general ridicule, and was passed only as a personal favor 
o the member presentinz it, who did so by request of a 





tended from longitude 72 to longi- 
tude 96, east of Greenwich, and from 
latitude 12 to latitude 28, north; or 
over an area of more than 1,500 miles 
long and 1,000 miles wide. At Shil- 
long, where, in 1882, a seismometer 
composed of aseries of cylinders of 
various diameters was set up, the 
violence of the shock was sufficient 
to overthrow the whole series, the 
largest of which was 12 in. high by 9 
in. in diameter. This means that fat 
Shillong the earth had a forward and 
backward shake of a little more than 
7 in., repeated once a second, with the 
result that at this place hardly one 
stone was left standing on another. 
The destruction was great through- 
out northern Bengal and Assam, and 
was considerable from Calcutta and 
Darjeeling on the west to Jorhat on 
the east, while it reached a maxi- 
mum in Shillong, Cherrapunji and 
Tura, where the very boundary pil 
lars were shaken to pieces. 

An idea of the damage done to the 
permanent way and bridges of the 
railroads in this distriet can be had 
from the illustrations. Earth fis- 
sures and sand craters are reported 
throughout the alluvial plains from 
Purneah to Jorhat, and the drainage 
canals, tanks and wells were filled 
up over large areas. These were filled by an actual forc- 
ing up of the bottoms of the hollows, as shown by 
the effect on the piers of bridges which were forced 
bodily upward, as is the case of the far-side piers of the 
bridge shown in Fig. 2. A computation based on rather 
loose data shows the rate of transmissiom of the shock 

be in the neighborhood of 112 miles a minute. This 

/description is condensed from that which accompanied 
he cuts we have here reproduced. 








A Case of Corrosion. 





The engraving which appears herewith was made 
from a spike sent to us by Mr. A. Torrey, Chief En- 
gineer of the Michigan Central Railroad. Concerning 

w this’ Mr. Torrey writes as 
: follows : 

‘*T send youa spike, which 
isasample of many, taken 
from alongside of the inner 
rail of a curve, over which 
raila great many refriger- 
ator cars have passed. I 
infer, naturally, that the 
brine was the cause of the 
great amount of corrosion 
which has taken place, but 
the amount of corrosion ex- 
ceeds by a great degree any 
that I have ever noticed, and 
it may be interesting to 
you.” The thinnest part of 
the corroded spike calipers 
exactly #; of an inch. 

Fifteen months ago (July 
24, p. 516) we published the 
outline of a section of a cor- 
roded rail also sent to us by 
Mr. Torrey. That rail had 
been in a team delivery 
track, ballasted with cin- 
ders, on which refrigerator 
cars were loaded. The web 
of the rail had been corroded down to about x in. at the 
thinnest place, and the whole section might perhaps 
have lost three-fourths of its original area. Such ex- 
amples are among the observed facts which scare peopie 
about using steel cars or steel underframes, 























Pioneer Railroad of Ohio. 





BY CLARK WAGGONER, TOLEDO, 0. 

A recent article in regard to railroad history, es- 
pecially of Ohio, stated that “the first railroad opened 
in Ohio was the Cleveland & Toledo, in 1853; that in 1836 
a route for a railroad over substantially the same line, 
had been surveyed, being that of the Ohio Railroad; that 
this road was to consist of a track placed wholly on 
piles, and that the first pile was driven at Fremont 
(then Lower Sandusky) in June, 1836.” Without refer- 
ence to details, it becomes proper to state that the con- 
struction of the proposed Ohio railroad was commenced 
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Fig. 1 —Displacement of Track by an Earthquake—Cooch 


Behar State Railroad, India 


brother prominent in promotion of the strange venture. 
At the time the entire route of the proposed road was 
understood to be within Michigan, the boundary dis- 
pute with Ohio (known as the Toledo War) not coming 
to issue until 1835, when it resulted in 11 miles of the 
eastern portion of the proposed railroad line being de- 
clared to be in Ohio. 

One thousand shares, of $100 each, having been sub 
scribed to the capital stock, a meeting of the steckhold- 
ers was held May 24, 1834, when the company was organ- 
ized. It wasthen provided that $1 per share of stock 
subscribed should be paid by Oct. 1, 1834. Subsequently 
the directors adopted a memorial, asking Congress for a 
grant of one section of land for each two miles of road 


“ron 21¢ in. wide and %& in. thick, the same being spiked 
to the wood rail. 

In connection with this enterprise, and asin fact an 
essential part thereof, was the Erie and Kalamazoo Rail- 
road Banking Company, organized July, 1836. But for 
the financial aid supplied by the issue of notes of this de- 
partment the construction of the road probably would 
not then have been practicable. These notes were freely 
used and had circulation with other local bank issues 
until the coliapse of ‘‘wildcat’? banking caused by the 
“specie circular” issued from Washington, 1837, exclud- 
ing from the treasury the notes of non-specie paying 
banks, atest which the greater portion of Western banks 
were not able to meet. 

Such was the energy of the maragers of the enterprise 
that the road was opened for business between Toledo 
and Adrian (383 miles) in September, 1836. At first it 
was operated with horse-power solely, with very uncer- 
tain times for departure and arrival of the single car 
constituting the “‘train’’ and no less uncertain as to the 
time occupied by the trip. The rate for through fare by 
the ‘‘Pleasure Car’’ was 12 shillings ($1.50), with right to 
50 pounds of baggage. Freight was taken at ‘four shil- 
lings” per 100 lbs., and salt at “eight shillings” per bar- 
rel. The matter of free transportation of passengers re- 
ceived early attention in the adoption of the rules that 
‘‘there be no free seats, unless it be those of the agents 
or persons in the employ of the Commissioners when on 
the business of the road.” 

In April, 1837, it was resolved that the fare in the 
‘Pleasure Car’ between Toitedo and Adrian be $2.25; 
Toledo to Whiteford, 75 cents; Whiteford to Blisstield, 
7 cents, and Blissfield to Adrian, 75 cents; and that 
former rates on the ‘‘Pleasure Car’ be charged in the 
“Lumber (freight) Cars.”’ 

In July, 1837, the facilities of the road were greatly in- 
creased by the arrival of the pioneer locomotive from the 
establishment of M. W. Baldwin, of Philadelphia, being 
‘* Adrian No. 1.” Referring to this accession a local 
paper said: ‘Its celerity has not yet been fully tested, 
but it is ascertained that it can move at a rate exceeding 
20 miles per hour. At present it makes a trip and a half 
(between Toledo and Adrian) in 24 hours; the distance 
run being 50 miles. Subsequently it was stated that the 
locomotive came in from Adrian with six cars attached 
in the short space of 1 hourand 40 minutes, including 
stops,” being 20 miles perhour. As indicating the ad- 
vantages conferred on travelers by this road, it was 
stated that passengers from Toledo would arrive at 
Chicago two days earlier than if they took the stage at 
Detroit. The steamboat Detroit then ran on Lake 
Michigan in connection with stages from Adrian, the 
boat leaving Michigan City tri-weekly for Chicago, Pike 
River, Root River and Milwaukee. 

In connection with the locomotive, the accommoda- 
tions of the road were increased by the arrival of a new 
passenger car of a pretty though rather a singular and 
fanciful model, which was called the ‘‘Gothic Car,’’ 
When full it seated 24 passengers, eight being in each of 
the three compartments, one being elevated above the 
others. An engraving of the car (from Waggoner’s His- 
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Fig. 2.—Munshai Bridge after an Earthquake—Cooch Behar State Railroad, India. 


constructed, being 42,240 acresinall. December 2, 1834, it 
was decided to proceed with construction of 10 miles of 
road within one year, it being at the same time decided 
that the crossties of the track should be “split timber.” 
Contracts were made for clearing, grubbing and crossties, 
at $184.37 per mile; also for 400,000 lin. ft. of ‘‘wheel-rails.”’ 
Subsequently, excavation was contracted for at 19 cents 
per cubic yard. 

At the outset it was determined to construct the track 
wholly of wood, the rails to be in size 4 in. square. Dur- 
ing the progress of the work this plan was changed by 
the addition of what was known asa “strap rail” of 





tory of Toledo, 1888) has been often printed in various 
publications. 

In 1835 the Territorial legislature amended the com- 
pany’s charter, whereby it was provided that ‘“‘when the 
road should have paid the cost of erecting the same and 
expenses of keeping the same in trepair, and 7 per cent. 
ou all moneys expended, the road should become the 
property of the state and become a free road, except suf- 
ficient toll to keep the same in repair.’?’ Another 
amendment to the charter fixed the western terminus at 
Adrian, instead of the Kalamazoo River. Both these 
changes were no doubt due to the; fact that, meantime 
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Toledo, the eastern terminus, had been found to be in 
Ohio instead of Michigan, such fact causing a degree of 
jealousy of the Michigan authorities as against Toledo. 
Like feeling of jealousy toward the road unexpectedly 
terminating in Ohio was shown in the prompt meas- 
ures taken by Michigan for the constrution of a rival 
line, known as the Michigan Southern Railroad. start- 
ing at Monroe and located through Adrian westward, 
and finally extended to Chicago. 

The first annual report of the Erie and Kalamazoo 
road (December, 1837) showed the aggregate cost of line 
building, etc., to have been $257,659.73. The year’s earn- 
ings from opening (September, 1836);were $55,821.52; from 
which deducting $14,181.52 for running expenses and re- 
pairs, a profit balance of $41,610 was left for dividends, 
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Seven Years an Assistant Brakeman. 





Among the stories current in German newspapers, 
especially socialist journals, in these days of railroad 
accidents and criticism of railroad managers, is this: 

It is well once in a while to consider the state as an 
employer and to remind it of its duties to society. Mon- 
day we addressed the conductor of our train as ‘‘ Mr. 
Conductor.’’ He answered that he was not a conductor 
yet. ‘*Wellthen, Mr. Brakeman,’ we said. ‘‘ Not even 
that,” he answered. ‘‘I have been assistant brakeman 
for seven years, but have to do a conductor’s work.”’ 
‘* What do you get a montb.’’. ‘Sixty marks [$14.40].” 
“Rather small wages for a married man who has al- 
ready served the State three years as a soldier.”’ ‘‘ Yes, 
indeed, the danger in which we live constantly is not 
as aed paid for.” ‘‘ Why have you been assistant 

rakeman so long; why don’t they premote you to con- 





VoL. XXIX., No. 46. 





The Siberian Railroad. 








A traveler who has recently passed over the completed 
portion of the Siberian Railroad writes to a Cologne 
newspaper that with the help of this railroad an ordinary 
passenger can go from St. Petersburg to Lake Baikal 
in 18 to 20 days while, inthe good old times, when there 
was no railroad further east than Moscow, a governor- 
general once made the journey in 15 days; and experi- 
enced traveling merchants made it in 28 te 30days. It 
is true that a considerable part of the Siberian Railroad 
was not formally open for traffic when this writer passed 
over it, but on that part of it east of the Obi, which is so 
open, the trains take 72 hours for the run, 20 hours of 
which are absorbed by the stops at stations. 





























A Horizontal, Duplex Milling Machine Built by the Niles Tool Works. 


the same being 16[per cent. of investment. The direc- 
tors expected thatthe road for the following year ‘‘would 
pay expenses and earn 50 per cent., ornearly so, of cost.”’ 
How far such expectation of profits was justified, is 
best shown by results, and especially by the fact that in 
January, 1848, the property, capital stock’ included, was 
sold at public sale, under decree of court, to satisfy judg- 
ment $103,599. In this connection it is necessary only to 
say, that this road ere long became part of the Southern 
Michigan Railroad, extending west to Chicago, which 
now constitutes part of the Lake Shore & Michigan 
Southern. 

As indicating something of the experience and _liabili- 
ties of pioneer railway travel,may here be given the 
case of a track repairer of the Erie and Kalamazoo road, 
in December, 1841. After riding a short distance, he 
changed his seat, and very soon thereafter was svartled 
by the sudden appearance of the end of a loose rail 
(known as “snake-head”’) thrust up from the the track 
through the very seat which he had just vacated, the 
bar striking him under the chin and pushing him back- 
ward with much force, though without serious injury. 
This train left Adrian at 7:30 p. m., and ere long finding 
itself without fuel or water, it became necessary to sup- 
ply the one by gathering sticks in the forest, and the 
other by dipping water by pails from ditches beside the 
track. The same process again becoming necessary, the 
passengers concluded it would be easier to complete the 
trip on foot, than to ‘‘work their passage” in that way; 
and they reached Toledo at 2:30 a.m., in advance of the 
train, averaging about five miles an hour from Adrian. 

It may here be stated that at the time of the opening 
of the Cleveland aad Toledo (1853) several other roads 
were in operation in Ohio, whose aggregate length was 
1,272 miles. The amounts at preceeding dates were as 
follows: 1836, 11 miles; 1841, 36 miles: 1816, 84 miles; 1851, 
572 miles. 


Horizontal Duplex Millino Machine. 





The engravings represent a new horizontal duplex 
milling machine, built for extra heavy work. The bed of 
this machine has two wings upon which the uprights 
are seated. The uprights may be adjusted laterally 
without disturbing their alignment. As the wings are 
cast solid with the bed, the adjustment.of the uprights 
does not affect their rigidity, while still providing for a 
wide range of work. The spindlesare large and hollow, 
and run in bronze bushings. Provision is made for tak- 
ing up end thrust and wear. The spindle heads present 
large square surfaces to the uprights and are, as is also 
the table, square gibbed. The uprights and bed are 
heavy, well proportioned and heavily ribbed. The shafts 
and gears are of good size, the gears being cut out of the 
solid. The table has power feed and power quick return. 
Allhandles for controlling the machineare placed within 
reach of the operator, thus enabling him to watch his 
work while using the handles to throw in or reverse the 
feeds or to stop or start the spindles. The lubricant used 
for cutting is collected in troughs and lead to a reservoir 
in the bed. 

The machine is built by the Niles Tool Works Co., 
Hamilton, O. 


ductor when you have been doing conductor’s work so 
long? Have you given reason for finding fault with 
you?’’ ‘*Oh, no,’ he replied, ‘‘there are assistant 
brakemen who have served longer than I have. 
But, you know, when we become conductors they 
have to pay us 85 marks [$20.40] a month, and 
the longer they can keep a man at 60 marks 
the better they like it.” As he noticed our searching 
glance at his extremely threadbare uniform he said: 
“On 60 marks a month we have to furnish our own uni- 
forms: the post-office employees don’t have to do that.” 
Why do we write this? On the one hand, to show that 
the little fee which the traveling public only too seldom 
gives the conductor is no superfluity; on the other, he- 
cause it seems very strange to us that the state, which 
is constantly making laws to compel other employers to 
treat their men humanely pays so poorly its own em- 
ployees of the lower grades. 

The railroad journal in which we find this quoted 
shows that either the brakeman or the reporter lied in 
certain of the above statements. An assistant brakeman 


gets 80 to 90 marks ($19.20 to $21.60) a month, and not 60 


On‘the part of the road east of the Obi, which is offi- 
cially called the ‘‘Central Siberian Railroad,” this trav- 
eler reports a sad condition of things. The cars, which 
are excellent, are occupied chiefly by men traveling on 
passes, who belong toa low class. The walls are filthy, 
the mirrors and window panes scratched, and even the 
outer side of the cars scribbled over. On arriving at a 
certain station the conductor, after calling out its name, 
adds ina loud voice: ‘‘Look out! This is a terrible 
place for stealing.” At this place, and for 50 miles fur- 
ther, there isno water. Here there was a wait of 17 
hours before the train started for Tomsk. Where the 
bridge over the Yenisei stands the ice piles up in floods 
20 ft. high, and the bridge is made to resist it. Thence 
east there is a train only three times a week. To Karsk, 
before the railroad, the journey was made by post in 24 
hours, and in winter in 22. The train takes 18 hours. 

This part of the road, it must be remembered, is in 
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Fig. 2.—Carriage-ways and Foot-walk Leading from High Street to the Union Passenger Station, Columbus, Ohio. 


marks; he is never employed continuously as conductor, 
and he is not required to wear a uniform. Promotion 
may be very slow from the ranksof assistant brakemen, 
but this is because the law requires that preference shall 
be given for the places of full brakeman and conductor 
to non-commissioned officers of the army discharged 
after several years’ service in addition to the three 
years required of everybody. It has been found very 
difficult to retain these non-commissioned officers, and 
their retention is considered of vital importance to the 
efficiency of the army. But stripped of all its exaggera- 
tions, this picture of a German sub-brakeman will 
hardly seem tempting to an American railroad man. 


the condition in which many of our long lines have been 
while still ‘tin contractors’ hands,’’ trains being run 
primarily for the purpose of extending the road, and 
passengers admitted only on sufferance, as it were. 


\ 








Columbus Union Passenger Station. 

i a 

The\new Union passenger station at Columbus, O., 
was jescribed in the Railroad Gazette of April 30 last, 
drawings being given of the first and second floor plans 
of thé building, of the plan of the tracks in the train- 
shed, end elevations of the roof truss, of the trainshed 
and of some details of the trusses and bracing. Wenow 





Nov. 12, 1897. 
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give some outside and inside views made from photo- 
graphs recently taken. 

This station was designed by D. H. Burnham & Co., 
of Chicago. The trainshed is the old one, which has 
been extended 75 ft. westward and has been improved 
by the addition of ornamental screens of copper and 


those who have passed examinations with credit at the 
training school, and others announce that they will do 
so hereafter. 





For 10 years past Hungary has hada special school for 
the instruction of railroad employees, which is managed 
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Fig. 1.—Hizh-Street Entrance to Union Passenger Station, Columbus, Ohio. 


iron in the gables at both ends. The station proper, at 
the south side of the trainshed, has a basement at the 
level of the tracks; a main floor above this, with a bridge 
50 ft. wide extending out across all the tracks in the 
trainshed, with stairways leading down, both right and 
left, to platforms between each pair of tracks; anda 
third story containing offices. The peculiarity of the 
station, as shown in the plan drawing, is the arcade 
entrance, built on the viaduct which carries High street 
across the tracks west of thestation. This viaduct is 800 
ft. long and is lined on the side toward the station with 
a long row of small two-story buildings designed to be 
used forstores. These buildings hide from the street 
the view of trains standing inthe station. The row is 
broken in the center by an ornamental structure of 
arches and columns, faced with terra-cotta, called the 
arcade, which forms the main entrance from the street 
to the station. One end of the arcade is shown in Fig. 
1. Passing through this entrance carriages may pro- 
ceed along a level way tothe carriage stand, on a level 
with the main floor of the station, or down an incline 
to the basement, which is on a level with the tracks. 
The roadways to the two levels are shown in Fig. 2, 
which is a view looking eastward from the viaduct. 
From the arcade to the station is a distance of about 
300 ft. 

Fig. 3 shows an interior view of the station, taken in 
the main waiting-room looking east. 








Foreign Railroad Notes. 


The Vienna “Training School for Railroad Em- 
ployees”’ has just begunits sixtieth year. Unlike the 
Budapest school this does not prepare men for appoint- 
ments, but is open only to men already in railroad ser- 
vice who wish to increase their special knowledge and 
qualify themselves for promotion. The Vienna school 
has two annual courses, the lower including railroad 
technology, traffic geography, description of goods trans- 
ported, and book-keeping; the higher railroad law, po- 
litical economy, traffic statistics, custom-house regula- 
tions, rates, and electro-technology. The expenses of 
the school, which are small, are borne by the several 
railroad managements interested in proportion to the 
length of their lines. The management and supervision 
and the appointment of teachers are exercised by a com- 
mittee of five, three appointed by the conference of Aus- 
trian railroad directors and two by the Austrian Rail- 
road Club. There are twoclasses of students, regular 
and extraordinary. The latter are limited only by the 
seating capacity of the rooms where instruction is given. 
They choose their branches of instruction at will and are 
not bound to submit to any examination at the close of 
the course. The number of students has increased from 
year to year and last year there were 141. One of the 
leading Austrian roads has, in promoting men, preferred 


by the government in association with the railroad 
administrations. The school is intended primarily to fit 
men for station, telegraph and commercial service. In 
these 10 years it has turned out about 1,800 men. The 
students have first 1v months instruction in the school at 
Budapest and then three months service on a railroad, 
the latter being an indispensable part of the course. 
The subjects taught are railroad construction and equip- 
ment, geography, history of the development of rail- 
roads, railroad law, railroad_arithmetic and book-keep- 
ing, an account of materials and goods, and railroad 
sanitation. Only practical railroad men are permitted 





India, through the Suez Canal and the Hellespont to 
Odessa. That this traffic will be diverted by the Siberian 
Railroad is a common supposition; but the Austrian 
Consul at Odessa says no, because the freight rate by 
rail on manufactured goods from Odessa to the western 
terminus of the Siberian Railroad is 87 cents per pood 
(36 lbs.), while by sea it is only 18 to 20 cents for the 
whole distance to‘Vladivostock, the Pacific ter:ainus 
of the Siberian Railroad. Those who count on a revo- 
lution in traffic by this road should reflect a moment 
on the cost at the very lowest rates of carrying freight 
6,000 miles by rail. 





The Hungarian State Railroad stations have in the past 
been provided with large bells, 676 in all, with which the 
starting of trains, etc., was notified. Last June this 
use of these bells was abolished, and the Minister of 
Trade, who is in charge of these railroads, directs that 
the bells which are no longer needed may be sold at 
moderate prices, in the first place to churches or schools, 
secondly to volunteer fire companies and similar socie- 
ties, and finally to industrial or other establishments. 
Under certain circumstances, or when poverty is shown, 
the price of the bell may be reduced to what it would 
sell for as old metal. 





By a new parcels tariff in France, packages whose 
greatest dimension does not exceed 5 ft., and weighing 
from 11 to 22 Ibs., will be carried from any station of the 
State Railroad tu any other station in France for 1.25 
francs (24 cents) when delivered at the consignee’s sta- 
tion, and for 29 cents when delivered at his domicil. No 
more than 40 francs will be paid for the loss or damage 
of such a parcel unless the shipper insures it, which he 
may do up to 500 francs for acharge of 12o0r17 cents, 
according as the delivery is at the station or the domicil. 


Twenty years ago and more we heard much of the 
‘Fairlie locomotive,’’ which the late Mr. Robert Fairlie 
urged as indispensable to economy, on narrow-gage rail- 
roads especially, and some of which were used on the 
steep grades of the Mexican Railway and elsewhere. 
In Russia, where they were introduced with the first 
narrow-gage railroads, they seem to have maintained 
themselves. Late government reports show that while 
there were 46 Fairlie locomotives in use in Russia in 
1885, in 18983 there were 51, and in 1894, 74. 


American travelers who go to Europe by the Mediter- 
ranean, as many do in winter since the German steamers 
have been running to Gibraltar, Algiers, Naples and 
Genoa, will be interested in learning that the express 
train which heretofore has had a sleeping car from Paris 
to Madrid and Seville, this fall has one once a week to 
and from Gibraltar. It will leave Gibraltar (or rather 
the Spanish town Algeciras, across the bay from Gibral- 
tar) Wednesdays at 6:35 p. m., and arrive in Paris at 8:15 
p.m. Friday. 


The Austrian ‘“‘rail pool,’ which was about to expire, 
is said to have been renewed for a term of five years, till 
the end of 1902. There are six mills in the pool, one of 
them belonging to the Southern Railroad. Their aggre- 
gate production last year was 67,000 tons, besides what 
the Southern road rolled for its own use. 





About Oct. 1 another considerable section of the Sibe- 








Fig. 3.—View in Main Hall, Columbus Union Passenger Station. 


to serve as teachers. Substantially all of the graduates 
enter railroad service immediately in the lowest grades, 
and the school is considered to have beenof great value 
to the railroads, 


What little traffic there is between eastern Siberia 
and western Russia has heretofore gone by sea around 





rian Railroad was to be opened to the public, extending 
as far east as the Yenisei River, on which section are 
some cattle-growing districts. 


The Paris, Lyons & Mediterranean Railroad at several 
of its larger stations delivers notices of the arrival of 
freight by youths mounted on bicycles. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS Of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 





The accident on the Chesapeake & Ohio Railroad 
not far from Charlottesville on the afternoon of Nov 
4 was one of a kind that everybody who knows much 
about such matters is always in dread of. The train 
was running fast around a curve and an axle broke. 
The astonishing thing is that these accidents do not. 
happen oftener, and yet what can we do about it? It 
is impossible to avoid curves, and it is equally impos- 
sible to keep from running fast around curves. Both 
are inevitable to the situation and we never shall 
escape these conditions. On the other hand, the 
strain on machinery, and especially on the axles, is 
immense. In this case the axle that was broken was 
on the forward truck of the locomotive. It broke 
inside, close to the hub. This axle had been in ser- 
vice a little more than a year and the journal was 
worn but , in. When we consider the strain 
brought on this axle by the pressure of the 
wheel flange against the rail, multiplied by the 
lever arm of the radius of the wheel, and consider 
that this strain is reversed every time the wheel 
turns round, it isa wonder that any axle stands it. 
So far as we can judge the only thing that it is 
humanly possible to do is to take eyery known pre- 
caution to get good axles, and we have no doubt that 
the Chesapeake & Ohio people have taken all of these 
precautions. In the seven years up to July 1 the 
company had run 54 million train-miles with the loss 
of but one passenger—certainly a grand record. 








A railroad pool, whether of traffic or of traffic 
earnings, may be described as a device for preventing 
the consolidation of rival railroad companies, and, 
therefore, as an effective check against the estab- 
lishment of powerful monopolies; but legislators and 
others who take superficial views of the relations of 
railroads to the public will not believe this, and so, as 
remarked by the New York Evening Post, detailed 
elementary explanations like that delivered by Mr. 
Blanchard before the New York Board of Trade and 
Transportation last week must be repeated over and 
over before we can expect to have rational action on 
the matter in Congress or in any non-railroad body, 
Strange as it may seem to the granger or to the poli- 
tician, American railroad managers, in favoring 
pools, have always done so because in that way 
they were doing their best to preserve their in- 
dependence of rival companies. ‘In so far as they 
succeeded they preserved, each for himself, the liberty 
to compete in facilities —comfort and frequency in 
passenger service and speed in both passenger and 
freight—and thus worked for the benefit of the pub- 
lic. They sacrificed one liberty for the purpose of 
saving the other. Liberty to compete in facilities is 
one of the chief channels in which the enterprising 
railread officer can show his abilities, and it is as 
natural for him to try to keep this channel free as it 
is to desire to earn a living. Regulationsand restric- 
tions are as necessary in railroad competition as in a 
horserace or a game of cards, a debate in Congress or 
wny other performance where men with conflicting 
motives must act in the same field, Without them 


no useful result can be accomplished. But the regu- 
lation of rate-making is such an enormously difficult 
task that in every extended territory everybody has 
had to retire from the field baffled. It can’t be done. 
Pooling is simply a partially satisfactory substitute 
for this more rational remedy, which is much desired 
but is unattainable. It is natural enough for Con- 
gressmen to think, when rival railroads go one step 
toward agreement, that they can and will go the 
whole figure; will become so friendly as to 
consolidate; but any honest railroad manager will 
show them from his experience that this view is 
illogical, howsoever ratural it may be. Wherever 
this has not been true; where consolidation has 
actually been preferred to the continuation of inde- 
pendent existence, with pools as aids to rational com- 
petition, it has been because pools could not be en- 
forced. In consequence of the unfavorable attitude 
of the courts and the crude or unprincipled character 
of some railroad managements, half-way regulation 
of rivalry, like that effected by a pool, was in many 
cases as hard to maintain before the passage of the 
Interstate Commerce law as it has been since. 








We have called pooling a half-way measure of reg- 
ulation. Sucha characterization is justified because 
it does not always remove all of the motives for 
secret rate-cutting, and because pools have to be 
revised now and then, and a revision always gives 
occasion for a good deal of strife which is very much 
like the sort of strife that we see where pools are 
never thought of. Nevertheless, as we have often said, 
pools, even as half-way measures, are well worth 
having. Many of those whooppose pools seem to think 
that in so doing they are helping in the good work of 
administering deserved punishment to evil-disposed 
freight managers and agents; and the consciousness 
of serving Justice in that way always seems to fill 
the human heart with a great complacency. But 
the inability of railroads to make their competition 
orderly is far less due to wickedness of heart than 
to the magnitude of the problem. The magnitude of 
the problem is due to the great length of our railroad 
lines, the multiplicity of competing cities, each re- 
lated to any given one in a way different in some 
degree from all the others, and the complex relations 
of different commodities, which, for instance, com- 
pel the carrier of wheat to New York to take into 
consideration the rates on corn to Galveston. With 
ideal conditions, each local freight agent would have 
telephone connection with a hundred or a thousand 
other local agents, some of them thousands of 
miles away; a hundred pairs of ears so as 
to be able to use these telephones at _ the 
right time, and the fabulous mathematical 
powers requisite to estimate instantly the effect on 
his own business of any rise or fall in rates at rival 
offices. Only by establishing these impossible con- 
ditions can freight competition be always moderate, 
not to say orderly. Feeling the lack of them, the 
agent reduces a rate a dollar a ton when he ought to 
reduce it only ten cents; and this difference pro- 
duces the fatal trouble, nine times out of ten. Per- 
haps the best illustration of what freight agents 
would like to do if they could is to be found in the 
stock and commercial exchanges of the world, Lon- 
don, New York, Berlin, Paris, Chicago. Buyers or 
sellers competing in any one of these markets can 
keep constantly in touch with prices in all of them. 
Ostensibly they have the ideal condition that we have 
just mentioned; though, as every one knows, they 
keep business going only by depending constantly, in 
some degree at least, on guess work. (Wespeak now 
of legitimate dealers, not mere speculators.) With 
these costly facilities brokers in stocks, grain and 
cotton can keep their competition within something 
like reasonable bounds. If one can imagine how a 
broker would get along if it took him ten hours in- 
stead of ten minutes to ascertain what his competi- 
tors were doing, it will then be possible to form some 
idea of the difficulties which freight agents have to 
contend with in trying to get shipments away from 
competing roads. 








The Zvening Post, in the article to which we have 
referred, reminds its readers that the present 
restraint, real or apparent, among competing rail- 
roads is no assurance of continued freedom from 
disastrous competition. It says: 


Pools’ being declared illegal, the railroads formed 
agreements among themselves, not for the division of 
earnings, but for the stability of rates, and these agree- 
ments were themselves next pronounced illegal, in the 
Trans-Missouri Association case, by the Supreme Court, 
upon a literal interpretation of the anti-Trust act of 
1890, which the majority of the Supreme Court took to 
be based upon the old and outworn policy of unre- 
stricted competition. The railroads are, therefore, left 
inasort of limbo, in which they are told that they 
cannot combine and must compete, though it is 
as well established as anything can be that unre- 
stricted competition must mean, sooner or later, 


a renewal of the old railway wars and the absorp- 
tion of one line by another. Just now this fate is 
averted partly because the Supreme Court is thought 
not to have finally decided the matter, and partly _be- 
cause railway earnings are: increasing, so that for the 
time being there is no temptation to cut rates. But 
this is purely a piece of good luck. Unless the law will 
countenance agreements which protect the weaker lines, 
the future must have in store for us railroad wars 
which will beas much fiercer and more serious in their 
effect than the old conflicts as the stake fought for will 
be greater. Wemay fairly, therefore, regard the per- 
mission to pool as something much more important 
than a mere act of justice to the railroads. It is the 
only means by which the process of combination and 
consolidation, which anti-monopolists at Washington 
profess to dread so much, can bein any way controlied 
or limited. 


The only condition tending to modify this view is 
the possibility that new competing railroads may 
not be built, and that after a time the country will 
grow so that the principal railroads will be able to 
keep themselves in potatoes and salt on their earnings 
from non-competitive business, and thus avoid total 
starvation. But even so, the continuance of less-than- 
cost rates for transporting competitive freight is an 
injustice to shippers of other freight, and the restric- 
tion of new railroad building is about the last thing 
that any legislature can be expected to favor. : 








The Coming of the Steel Car. 





As we take up the annual reports of the railroads, 
especially within the last two or three years, we are 
struck by the increase of the freight trainload. It 
is a commonplace now that engine weights and car 
capacity have been steadily crowded up; a result is 
seen in the greater average trainload. It is quite 
obvious that railroad managers understand the ne- 
cessity of reducing cost of carrying and that they are 
fully aware that on most roads the quickest and most 
easily available way of reducing cost is by increasing 
the average load. This of course implies having a traffic 
that can be massed in heavy trains and that does not 
need to be dispatched at frequent intervals and for 
many different destinations. In the United States 
most railroads have a considerable proportion of that 
kind of freight. The maximum benefit of heavy 
trains will be had where the greatest percentage of 
the traffic is of that sort, as for instance in carrying 
coal and ore between Pittsburgh and the lake ports, 
and it is natural that the most important advance in 
size of rolling stock should be made in that region. So 
we find the Schoen Company building for the Pitts- 
burgh, Bessemer & Lake Erie 600 steel cars of 100,000 
lbs. capacity, and the Pittsburgh & Lake Erie order- 
ing 50 such cars, and the Pennsylvania Railroad 
preparing plans for cars to carry 110,000 lbs. of coal 
or ore and for locomotives to haul them. 

Naturally, too, the present development of very 
capacious cars is in steel, because, for several reasons, 
steel cars ean be made} lighter than wooden cars of 
the same capacity, particularly when that capacity 
is great. More paying load can be hauled ina train 
of the same gross weight. Very capacious steel cars 
can be built for approximately the same cost per ton 
of carrying capacity as wooden cars. To handle a 
given amount of traffic fewer cars would be required, 
and, for a given load, the train would be shorter. In 
these two facts are practical advantages which all 
railroad men will recogaize. Less track and yard 
room would be required, fewer men to handle and 
care for the rolling stock, and other advantages, of 
short as compared with iong trains on the road, are 
sufficiently obvious. Furthermore, the metal cars 
would be safer from destruction by fire. Beyond 
this, it is probably true that steel cars can be so built 
as to reduce very greatly the maintenance account 
and increase in equal degree the life of the rolling 
stock even up to a life of 50 years under normal con- 
ditions. This statement, however, we are not yet 
quite ready to make without qualification. In gen- 
eral it is probably true; but for some reasons we 
are cautious about committing ourselves unquali- 
fiedly about this. This side of the question we sub- 
mit to the designers, builders and users of steel cars 
for more complete discussion. 

A little analysis of comparative train weights 
shows some significant facts. If we assume a train 
of 30 steel cars with a capacity of 100,000 lbs. each, it 
will carry 1,500 tons of paying freight and the dead 
weight of the cars will be 510 tons, or a total of 2,010 
tons. A train of the same gross weight, of the best 
standard 60,000-lb. capacity cars, would be made up 
of two-thirds paying load and one-third weight of 
cars; that is, the cars hauled would weigh 703 tens, 
or 193 tons more than the car weight in the steel-car 
train. This item alone is more than the average 
trainload of paying freight, counting all train mile- 
age, on many respectable railroads. The average, for 
instance, on seven important representative roads 
from the latest official figures is 257 tons, which is 
considerably higher than the average of the roads 
of the country, 
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In this example the saving in train length would 
be more than 500 feet, which is a véry important con- 
sideration from the operating standpoint. The saving 
in weight only indicates a part of the saving in the 
cost of hauling. Increasing the number of cars in the 
train adds to journal friction and rolling friction and 
to all wearing and breakable parts. It increases the 
resistance on tangents and to a still greater degree, 
on Curves. 

Considering these facts there is ample reason why 
those railroads which are blessed with a heavy and 
steady tonnage should be looking seriously into this 
matter of greatly increasing the carrying capacity of 
cars by theuse of steel. 








Annual Reports. 


Southern Pacific Co.—In April last the company 
issued what was called an abridged report, a document 
of some 58 folio pages covering the operations of the 
year ending Dec. 31, 1896. The calendar year was the 
old fiscal year, but the company has now changed its 
fiscal year to coincide with that of the Interstate Com- 
merce Commission which ends June 30, ro that the one 
set of figures may be available for the stockholders’ re. 
port and that to the Commission. We now have the 
results of operations for the June 30 year contained in 
some 112 folio pages. 

The railroad mileage of the company has now reached 
a total of 7,376, the chief addition during the year hav- 
ing been 57 miles, of extensions of the Coast Division in 
California. The gross traffic receipts from the rail lines 
were $46,578,034 and from the steamship lines $2,298,867, 
a total of $48,871,901. Operating expenses were $31,675,- 
941 and the net earnings were $17,195,959. The miscella- 
neous income, of which the largest portion, $1,185,303, 
was from trackage and rentals, raised this figure to 
$19,533,619. Out of this came $12,208,481 for bonded debt 
interest, $1,567,188 for taxes, and other charges to the 
total amount of $17,260,581. The total surplus, then,was 
$2,273,038. The leased lines taken separately show a 
deficit of $415,224. 

Out of the surplus was deducted $922,798 for extra- 
ordinary betterments and additions, leaving the net 
surplus as $1,350,240. As compared with the year end- 
ing June 30, 1896, gross earnings decreased $715,168, or 
1.44 per cent., but operating expenses decreased $1,042,181, 
or 3.18 per cent., so that net traffic earnings increased 
some $327,013, or equal to 1.94 percent. The decreases 
in gross earnings and savings in working charges have 
been noticeable features of the Southern Pacific’s opera- 
tions of recent years. The following table, showing 
earnings and expenses for years ending June 30 for the 
last tive years, bears on this point: 


Earnings 
over 

Average Gross Operating operating 

Years, miles earniwgs. expenses. exp ‘naes, 
BOE sce acswcwe 7,371 $48,871.900 $3i,675,941 $17,195.959 
LC | +38 49,584,058 32,718,122 16. 868,946 
TOs ossiciveose +276 49,974,042 32,910,029 17,064,013 
PRs ok cceces 7,213 19,327,623 31 717,460 17,610,163 
BI 0c eosectelte 54,3.6,729 31,815,527 19,021,202 


The gross receipts have fallen off $5,485,000, expenses 
have been cut down $3,140,000, and the loss in net receipts 
is $2,345,000. The loss in income is not due to a less ton- 
nage, which in 1897 was greater than in any previous 
year, but to the lower rate. The ton-mile rate in 1593 
was 1.505 cents, and in 1897 was 1.126 cents, a loss of 25 
per cent., whereas the ton miles per mile of road were in 
1897, 351,836 miles, against 299,929—an increase of 17.31 per 
cent. The average passenger rate received in 1893,was 2.493 
cents per passenger mile, against 2.323 cents in 1897—a 
decrease of .170 cents or 6.82 per cent., but the density of 
travel decreased from 71,650 passenger miles per mile of 
road operated 1n 1893 to 63,290 passenger miles in 1897-- 
a decrease of 11.53 per cent. 

The larger part of the loss was due to a falling off in 
passenger travel. These receipts fell off $365,450 or 
3.1 per cent., while the loss in freight earnings was less 
than six-tenths of one per cent., while through and 
local passenger mileage decreased 21 millions or 4.7 per 
cent.; ferry-suburban passenger miles increased 19 mill- 
ions or 17.7 per cent. 

Combined figures are not given for the entire system, 
but the following table gives traffic statistics for the 
Pacific and Atlantic systems: 
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| Pacific System. || Atlantic Proper- 
|| ties, 





























| P.C. | P.C. 
| of 1 of 
Inc.or Ioc.or 
Dec. Dec. 
Total passenger train mile- 
BGG cee nce eecete ... | 8,031,947/D. .76)| 1,853,865] D. 4.01 
Mileage of all cars in pas- | | 
senger trains.. ........... 43,240,375,D. 65) 10,545,289) D. 3.37 
Number of passengers car- | 
RMMBoviiocris | osakeas eee} *49,151,558)D. .07); 1,019,917/1. 9.77 
Passengers carried one iI 
WME ce ocg ve up eeeaceics coe 485,207,200 D. 3.71)! 78,721,882'[, 2.87 
Average number of passen- iH | 
gers per train....... $47.74°D. 4.86) | 42,461, 7.17 
Total freight train mile- I| | 
OBE ccackscosorcs tageseds 8,892,664! D. 7,62)| 4,745,534 D. 1.98 
Mileage of cars in freight | | 
CS ee eee 153,282,599) D, 7.36|| 92,361,401! D, 3.27 
Tons commercial and com- 
pany freight............ -|  6,659,532)[. .09)| 3,266,995, 1. .13 
Ton-miles commercial and | 
company freight.,........ 1,671,798.817|D. .02 |995,298,459) D. 97 
Average tons per train..... | rie | 211.45) 1, 2.29 
: | 








* Includes 13 492,901 passengers carried by ferry-suburban 
trains. t Excluding ferry-suburban. 
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Tt will be noticed that while the tonnage carried was 
slightly in excess of last year on both systems. the 
freight train mileage on the Pacific lines was 733,682 
niles; or 7.6 per cent. less, and on the Atlantic lines 96,000 
miles, or about 2 per ceat. less. The savingin car mile- 
age was also important—-12,179,000 miles, or 7.36 per cent., 
on the Pacific lines, and 2,144,000 miles, or .69 per cent., 
on the Atlantic lines. This, of course; had a very direct 
bearing on expenses. In fact, the cost of handling traffic 
was $450,869 less on the Pacific lines than in 1896. On the 
Atlantic lines this item was $27,511 higher. 





Great Northern.—The report of the Great No#thern 
Railway Company for the year ending June 30 is re- 
ceived. The main results for the railroad system which 
covers the lines leased from the Manitoba, the Eastern 
of Minnesota, the Montana Central, the Wilmar & 
Sioux Falls and the Duluth, Watertown & Pacific, are 
as below. This does not iuclude sundry enterprises 
earning about $2,000,000 gross. 

















si9.i3e 060 $19,612 564 
GIGS GOENIDES. << «cose sec ccc cccccesccneee 430, ,612,. 
Operating expenses... -. 10 701,871 10,230,708 
Yi SMM Mics adsecddcsere oae-dadunsate $8,724,189 $9,381,856 
“me eb ebesdenbaddenbeetine eceneatonsl 602 649 632,837 
Net INGOUNC.......005.5. 6 diexdadeaee sade $8,131,540 $8,749,019 
Overatinz exp2nses, per cent. of gros3.. 55.06 52.16 
Operating expenses and taxes, per 7 ae 
GUE. GE BEGEE. 66.6. cccccccess cncancces 58.16 55.39 
Gross per mile of road.... .... . -- see $1,102 $1,484 
Operating expenses per mile of road.... 2,424 2,339 
Net earnings per mile of road......... $1,978 $2,345 
Average miles worked..............- oer 4,415 4,374 


The guaranteed dividends (six per cent.) on the stock 
of the old Manitoba, aud guaranteed interest on the 
bonds of the same were paid, and then five per cent. 
($1,250,000) was paid on the Great Northern stock. 

Freight earnings gained a trifle over last year, but 
passenger earnings lost $121,000, and there were losses in 
gross in the items of mail, express and ,miscellaneous, 
and with the increase in expenses the lossin net was 
$648,000. The greatest tonnage loss was in wheat, viz., 
600,00 tons, but the total tons lost amounted to only 
50,000. Even with a loss in tons there was a gain in ton- 
miles of over 34,0J0,090, ‘‘almost entirely ip business of 
the lines from Minot to the Pacific Coast.” The ton-mile 
rate fell from 0.976 cent to 0.956, or about two pef cent., 
or about $331,500 in total revenue. This rate is aston- 
ishingly low for a far-western railroad. Unfortunately 
the statistics of the report are so few that we can 10t get 
any notion of the relative quantities, or rates, or localities 
of the different items of tonnage. Furthermore the ex- 
pense account is not given in enough detail to permit of 
any useful comparisons. We discover, however, that 
the operating economy in train movement is still con- 
tinued. The average load has again increased, this time 
from 256.2 tons to 281.1 tons or 9.7 per cent. The’ earn. 
ings per freight-train-mile increased from $2.55 to $2.73, 
or 7.06 percent. While the revenue ton-miles incteased 
2.12 per cent. the loaded car-miles decreased 2.81 per 
cent. and the empty car-miles 16.42 per cent. Very con- 
siderable sums spent on maintenance and betterments 
are still charged to operating expenses, for example the 
cost of replacements and renewals, and of improve- 
ments of structures and banks, charged to maint2n ance 
of track, amounted to about 10 cents per mile on all rev- 
enue trains during the year. 

The President is hopeful of a prosperous year- ahead 
and estimates that over 20,000 new settlers established 
themselves along the company’s lines last year. 








The ‘‘Interchangeable Mileage Credit System” was an- 
nounced to be put in use on the Western Passenger As- 
sociation lines in Illinois, Iowa, Wisconsin, Minnesota 
and some contiguous territory on Nov. 10; and the com- 
mercial travelers in that region ought now to be happy, 
for they can ride at two cents a mile with no large ad- 
vance expenditure of money, the miieage book being 
superseded by a simple ‘‘credential,’’ good on all the 
roads, which authorizes local ticket agents to issue 
credit checks with ordinary single-trip tickets. ~After 
having bought tickets aggregating 2,000 miles and cost- 
ing, say, $60, the passenger passes in his credit checks to 
a local agent who sends them tothe mileage bureau at 
Chicago, and the bureau sends the passenger a rebate of 
$20. The ‘credential’ is a copy of the contract; jun- 
signed, pasted into a leather pocketbook, and the pas- 
senger must pay 50 cents for it. Itis good for a year. 
The pocketbook is for holding the credit checks. One- 
halt of each check has to be signed and given up to the 
conductor. In principle this credit system is very 
simple, but where the local rates are three cents 
a mile, or higher, the passenger has to pay out $20 more 
than the net value of his rides before he gets his rebate, 
instead of oniy $16 as in the case of a $50 ticket with-a $10 
rebate. This last-named form is still on sale, as also the 
1,000-mile ticket at $25 with no rebate. The ticket agents 
and conductors must begin to wonder whether a job 
in the engineer’s office computing bridge strains would 
not be preferable to their present work, which grows 
more complicated with each change in ticket artange- 
ments. Every credit slip delivered toa passenger: pre- 
senting a ‘‘credential” has to be filled out in duplicate 
by means of carbon paper, and the conductors as well as 
the agents have to carry a stock of slips, so that passen- 
gers from stations where no tickets are sold shall not be 
deprived of their precious privilege. 








The most noticeable thing about the continual mile- 


age ticket agitation in the west is the constant succes* 
sion of new and “‘ improved ”’ ti¢kets. These are liter- 
ally too numerous to niention, unléss 6ne has time td 
burn. The tickéts are limited but the words in the con. 
tract are unlimited, and one must read through theni 
before he can tel! for certain whether the ticket in hand 
differs from Smith’s or Brown’s, except in some little 
detail whicli serves chiefly as a basis fdr a patent 
claim. The latest candidate for fdvor is the ‘ Carroll 
ticket,’’ which we find déscribed in a Columbus (Ohio) 
paper. This, we are told, 


“Has many advantages over the ticket now in tse and 
will most likely be selected as the standard ticket by the 
Central Passenger Associatidn. The mileage of this 
ticket is in duplex form and a passenger can sign his 
name on the mileage at his leisure. Hethen presents it 
to a ticket agent and states his destination. The ticket 
agent tears the required mileage from the upper half of 
the mileage strip, gives the portion remaining in the 
book an impression of his date and stamps with a rub- 
ber stamp the destination of the passenger. He then re- 
turns the book to the owner. 

“The conductor of the train lifts the uncovered por- 
tion of the mileage strip, which must necessarily be of 
the same number of miles as that detached by the ticket 
agent, the mileage being in duplex form, and the pas- 
senger signs on the back in the presence of the conduc- 
tor. 

‘The great advantage of this ticket over the present 

form is that agents are not required to carry a stock of 
exchange tickets and it obviates the possibility of error 
in transcribing the number of the mileage book to the 
exchange ticket. The time involved in validating the 
Carroll mileage strip should not be greater than that 
involved in the issuance of an ordinary card ticket. 
While the Carroll ticket is regarded as the best 
form of the two, the champions of the Fort ticket are 
making a strong fight for its adoption, a fact: explained 
by the royalties which accrue to the patentee of the ticket 
in use. 
When it is considered that most of this tedious red- 
tape is required for no other purpose than that of thwart- 
ing the schemes of conductors and commercial travelers 
who are inclined to combine to make ten miles of 
coupons answer for a hundred-mile ride, it is not surpris- 
ing that some people assert that railroad business is 
conducted in a very unbusiness-like way. 








The interchangeable mileage ticket of the Central Pas- 
senger Association has now been in use over two months, 
and its sponsors appear to feel very much encouraged. 
The requirement that tickets must not be used for trips 
over two or more roads has been modified where neces- 
sary, thus removing one of the chief ubstacles to their 
success, and the Chicago, Indianapolis & Louisville has 
agreed to come into the agreement, all the roads from 
Chicago to Cincinnati and Louisville having consented 
to one uniform time for through passenger trains. 
The drummers have complained at the time lost in get- 
ting exchange tickets at junctions, where mileage-ticket 
holders by the dozen often appear at the counter all at 
once, but they seem to have subsided. Whatever the 
complaints, or whatever the means used to meet them, 
the main object that was had in view when the ticket 
was adopted, that of throwing the scalper out of busis 
ness, seems to have been at least partially successful, for 
we read that in Columbus two or three brokers out of 
the five in the city have gone out of business, and simi- 
lar reports come from Indianapolis and Cincinnati. 
Modifications in the regulations for the use of the ticket 
are, we believe, still under consideration. 








A week or twosince the grain men of Kansas City 
were complaining of the Burlington road for refusing 
to furnish cars tothe farmers to sbip grain to Kansas 
City, while shippers wishing tosend to Chicago or St. 
Louis got all the cars they asked for. The grievance 
was made the subject of an editorial in one of the news- 
papers of the city, and the Burlington people appeared 
to be a very bad lot. Cars were furnished, and in about 
three days the yards were so badly blocked at Kausas 
City that orders to stopsending grain there had to be 
again sent out. As the inability of the Belt Line to 
promptly dispose of the cars, added to the crowded con- 
dition of the elevators themselves, was an obstacle 
waich operated whenever car-shortuge did not, it looks 
as though the complaints must have arisen chiefly from 
a desire to make a noise. Moreover, merchants at Chi- 
cago and St. Louis say that the railroad company has 
notified them (or their shippers) of loading restric- 
tions similar to those that were complained of at Kan- 
sas City, so that it does not look much as though 
any injustice had been done, except, perhaps, as 
minor injustices are always perpetrated, unwittingly, 
when the shortage of carsis severe. Bat howsoever un- 
popular the Burlingtoo might make itself by discrimi- 
nating between Kansas City shipments and those for 
Chicago, it is worth while to remember that it might 
have a good deal of justification for doing just that 
thing. Such unpopularity would be likely to damage 
the road very greatly afterward, and as long as the far- 
mers remembered it, and any manager would therefore 
hesitate long before giving the order incurring it; but 
yet the Burlington manager may have been so situated 
in this very case that he would do the greatest good to 
the greatest number by diverting cars as alleged; for a 
car going to Chicago may have been sure of a return 
load when one going to Kansas City was not. Prompt 
movement of these westbound loads may have | been as 
great a benefit to the grain shippers as the prompt 
movement of their corn or wheat; and in any event the 
car would be serving for two shipments, where in the 
alternative case it wou!d, or might, serve only one, 
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NEW PUBLICATIONS. 


Raiiway Track and Track Work. By E. E. Russell 
Tratman, Associate Editor of Engineering News. Oc- 
tavo, 418 pages and index, with over 200 illustrations. 
New York: The Engineering News Publishing Co., 
1897. Price, $3. 

Various papers prepared for scientific societies and for 

the United States Forestry Division have made the au- 

thor of this book known as an industrious gatherer of 
facts about railroad track. He has spread his nets over 
the world and has heaped their unclassified contents 
before us. In the mass we have sometimes been able to 
find something useful and occasionally something in- 
teresting. When this book appeared, knowing the long 
preparation for it and the industry of the author, and 
taking for granted an increasing experience and a grow 

ing maturity of judgment, we had hoped to find not only 
that important information had been gathered, but that 
it had been pulled together and organized. This hope 
has been disappoiated. We find the same old appetite 
for facts and the same incapacity to digest them, and 

the appetite is as undiscriminating as ever. The im- 

portant and the unimportant are piled together with no 

effort to ‘‘weight” the several pieces of information 
which the author has been able to collect. If a railroad 

250 miles long paints a signboard brown, that fact is just 

as important apparently as if a railroad 7,000 miles long 

uses tie-p.ates instead of rail braces on all curves. Open- 
ing the book at random, we find about 400 words given 
to a description of varivus kinds of section posts. 

“These mark the limits of track sections and should be 
smaller and less conspicuous than signs to be observed by 
trainmen. The Chicago, Burlington & Quincy Railway [it is 
Railroad, by the way] uses a post 74% X 5% in., having the top 
painted, It is painted mineral red, with a white patch at the 
top and a black figure. On the Pennsylvania Lines West of 
Pittsburgh an oval iron sign 10% X 20% in. is used, being se- 
cured by two bolis to the top of a post 44% in. square. .. - 
‘The Northern Pacific Railway uses a l-in. board 24 xX 13 ir., 
witha frame % X 2in., and nailed to a post 6 X 4 in.,7 ft. 
long, set 3ft inthe ground. . One of the simplest signs 
isa white board 8 X 18 in. on a post with the numbers of the 
sections in black, but the Atchison, Topeka & Santa Fe Rail- 
way dispenses with the board and uses only an oak post 2 x 6 
in., 5 ft. lonz, set edyeways to the track, 6 ft. from the rail, 
with the section numbers painted on opposite sides. The 


= is brown, with a white top having a black border, and 
ettered ‘Sec. 123’ and ‘Sec. 124.’ the letters reading down- 


ward.” 


We have quoted this passage at considerable length, 
because it is characteristic of the whole book. Page 
after page goes on in this same way. 

But if the author cannot weigh and discriminate 
among his facts, he can at least chide and admonish and 
gently tow us along in the pathof virtue. It is one of his 
hobbies that ‘tthe importance of the track and track 
work in their relation to the operation of the railway, 
and the proportion which the expenditu res on track 
maintenance bear to the total operating expenses, are not 
as generally recognized as they should be, even by rail- 
way officers.” This theme he loves to dwell on, and yet 


when we consider that the ablest and most corscien-§ 


tious group of men in America are spending $144,000,000 
a year to maintain way and structures, $114,000,000 a 
year to maintain locomotives and rolling stock and 
#431,000,000 a year for conducting transportation, we 
question very much indeed if they do not appreciate the 
relative importance of each one of these items. Still it 
is easy to say that they do not appreciate it, and from 
the vagueness of the statement it is impossible to dis- 
prove, and all those who are interested in the matter 
are disposed to face the accusation much as the amiable 
Socrates faced the disciplinary efforts of Xantippe. ‘‘It 
pleases her and don’t hurt me.” 

The author’s hobby and a naturally didactic temper 
lead him to say many banalities with an air of authority, 
as for instance, ‘‘it being assumed that when once a 
railway is built there need be but little work done upon 
it to keep it in condition’? What adult man assumes 
this? ‘‘ Tie renewals are too frequently considered as a 
comparatively unimportant item in the expense ac- 
count.”” Who ever thought so’ ** At small, unprotected 
crossings, Where all trains are required to come to an 
absolute stop, there is likely to be increased wear of rails- 
The extent of the wear will vary with the loeal condi- 
tions of grade, speed, traffic, ete.’”’ *‘ Every interlocking 
plant should have home and distant signals. If an en- 
gineman finds the distant signal clear he knows he has 
the right of way over the crossing.” Of station name- 
boards, we are informed that ‘the signs should not be 
less than 18 in. wide, the length varying with the name 
to be painted on it.” “The bramble scythe is used for 
cutting brambles and strong weeds, while the brush 
scythe is used for brush and young bushes. Both of 
these should be fitted to brush snaths.’’ We are tempted 
to quote Carlyle’s summing up of the intellectual posses- 
sions of Robespierre, but we refrain, for we remember 
that these chidings and injunctions do not hurt 
Socrates. 

But now that we have found so much fault with the 
methods of the author of this book, we are bound to say 
that it is far and away the most complete collection of 
information on railroad track and track material that 
has ever been made. .The mass of facts as to the practice 
of the railroads of the United states, and to some extent 
elsewhere, is so great, and the drawings are so carefully 
made and complete that the book stands entirely alone. 

We do not exaggerate in saying that a copy of this book 
should be in the office of every engineer of maintenance 
of way, every division superintendent who bothers him- 
self with the details of track, every general roadmaster, 
every supervisor of road who isin training for the en- 
gineer corps, and every editor who has occasion to deal 
with subjects of this class. We regret, however, that it 
was not made one-third as large and three times as val- 


uable, whica might well have been done with the infor-™4 The Davis & Egan Machine Tool Co., Cincinnati, O., 


mation now between its covers. 





The Engineering Magazine. The enterprising Mr. 
Dunlap has started a European edition of the Engineer- 
ing Magazine, which is published at 222 and 225 Strand, 
London. The first issue (for October) is before us. The 
articles are identical with those in the American edition 
but the editorial departments are different; that of 
Civil Engineering is edited by Mr. H. Graham Harris; 
Electrical Engineering, by Mr. James Swinburne; Me- 
chanical Engineering, by Mr. W. Worby Beaumont, 
and Mining and Metallurgy by an editor whose name 
will be announced later. The engineering index ap- 
pears to be identical. Naturally there is some difference 
in the advertising pages. 

When the Engineering Magazine began its career 
some six years ago we gave it three months to live. Our 
forecast of its fate was so far wrong that we shall ven- 
ture no prophecy as to the fate of the European edition, 
merely saying that it deserves a long and healthy life 
and that we hope that it will attain such a life. 








A Six-Roll, Double Cylinder Planing and Matching 
Machine. 


This new style planing and matching machine will 
plane one or two sides of material up to 26 in. wide and 8 
in. thick; will plane two pieces of uneven thickness at 
the same time up to 12 in. wide and § in. thick, and will 
dress four sides of material from 2 in. to 18 in. wide and 
8 in. thick. 

The cylinders are made of forged steel and slotted on 
all four faces. The journals are 214 in. in diameter, 
machine ground, and supported in long connected bear- 
ings with large oil chambers. The cylinder pulleys on 
each end of the cylinders are made with a taper and held 
on the cylinders by a nut on the end. The lower cylinder 
is locked in position and adjustable vertically by means 
of a crank wrench that engages a raising-shaft and gear 
ing inside the frame. 

The matching mechanism is between the two cutting 
cylinders, and consists of heavy hangers carrying the 





has been awarded a contract by the United States gov- 
ernment for one 30-in. lathe, four 18 X8-in. engine lathes 
and eight 25-in. standard drill presses. 

The Railway Cycle Mfg. Co., of Hagerstown, Ind., has 
recently made a shipment of inspection cars to the 
Southern Railway. This road was among the first to 


use the Hartley & Teeter inspection cars, having bought — 


the twentieth car made, and has continued the purchase 
of these machines. The first car ordered by this road is 
still in service. 


The principal office of the Pearson Jack Co. has been 
changed from 156 Fifth avenue, New York City, to 64 
Federal street, Boston, Mass. The New York office will 
be located at 245 Broadway, in charge of George M. 
Brown, Manager. 


The J. & E. Stevens Co., Cromwell, Conn., will re- 
build its foundry building, recently burned. The frame- 
work will be steel, and the covering corrugated iron. 
The Berlin Iron Bridge Co., of East Berlin, Conn., has 
the contract for furnishing and erecting these buildings 
in accordance with their designs. The main foundry 
portion is 40 ft. wide and about 200 ft. long. There are 
two small brick buildings having ‘a steel roof, one a 
boiler shop and the other a plating room. Al] the build- 
ings are lined with Berlin patent lining. 


The Clayton Air Compressor Works report that their 
sales for the month of October were more than any pre- 
ceding month in the history of the business and three 
times greater than their average monthly sales for five 
years past. These works are now building one 25-H. P. 
compressor for 3,500 lbs. pressure and one 50-H. P. com- 
pressor for 2,50 lbs. pressure for the Western Mfg. & Oil 
Co., Newark, N. J. They also have orders in hand for a 
compound air compressor ordered by Fraser & Chal- 
mers, of Vhicago; a duplex air compressor for the Deane 
Steam Pump Co., Holyoke, Mass.; three duplex air com- 
pressors for compressed uir shop plants, two air compres- 
.sors for the Consolidated Pneumatic Tool Co., one air 
compressor for sand blast work, one for operating pneu- 
matic railroad signals, two compressors for air lift pump- 
ing plants, two compressors to the Shone Co., of Chi- 


Six-Roll, Double Cylinder Planing and Matching Machine. 


cutter spindles, all mounted on girts provided with a 
drop-matching attachment for lowering the _ entire 
mechanism below the line of the bed without disturbing 
the cutter heads. The top plates of the matcher hangers 
are independent of the balance of it. The matcher clip 
is arranged with an adjustable toe that can be moved to 
and from the cut, and attached tothe clip is a hood to 
which the shaving exhaust pipe is connected. Matcher 
dogs connect with the hangers and project past the cut of 
the heads. The matcher hangers are moved by independ- 
ent screws across the bed of the machine, each one with 
an independent locking device. The matcher spindles are 
23; in. in diameter jin their bearing, and 11¢ in. where 
the cutter heads are applied. 

The pressure bar is divided, and in front of the bars 
are two rolls 4 in. in diameter, which receive the mater- 
ial and lift the bar to receive the stock. The bar behind 
the upper cylinder is slotted, and carries shoes for hold- 
ing material as it passes to the side heads. The bar over 
the lower cylinder is supported on an independent hous- 
ing and held in position by a lock bolt and lever. 

There are six feeding rolls 7 in. in diameter. The upper 
feeding rolls are divided in the center so that two pieces 
of unequal thickness may be planed at one time. These 
rolls are independently weighted and are raised and 
lowered by hand wheels. The rolls are driven by a train 
of gearing, and with expansion gears connected and 
supported by links on each side of the machine. They 
are weighted, and yield for all ordinary variations in 
thickness. The countershaft has tight and loose pulleys 
14x10 in., and should make 900 revolutions. The machine 
is built by J. A. Fay & Co., Cincinaati, O., and is fur- 
nished with four speeds, 25 ft., 35 ft., 50 ft. and 65 ft. a 
minute. Other speeds can, however, be obtained. 








TECHNICAL. 





Manufacturing and Business. 
The Corning Brakeshoe Co., makersof brakeshoes and 
railroad castings, with offices in Buffalo and Corning, 
N. Y., has opened an office for the sale of the Corning 
brakeshoe in New York City, at 35 Nassau street} 


cago, for its pneumatic sewerage system, and one large 
duplex compressor for the Consolidated Gas Co., New 
York. 

The Case Mfg. Co., of Columbus, O , will build a new 
steel and brick building, designed especially for build- 
ing all kinds of cranes. It will be 165 x 76 ft. and two 
stories high and the machinery with which it will be 
equipped will be worked by electricity. The New Co 
lumbus Bridge Co., of Columbus, O., will furnish {all 
the steel work for the building. 

It is stated that the Anniston Pipe & Foundry Co., of 
Anniston, Ala., isin the market for electric cranes and 
motors for driving same, blowers and other foundry 


equipment. 
iron and Steel. 


The Ohio Steel Co., of Youngstown, O., is reported as 
considering building two new blast furnaces. 

The biast furnace of the Thomas Iron Co., at Heller- 
town, near South Bethlehem, Pa., resumed work Nov. 4 
after an idleness of two years. 

The plant of the East Chicago Iron & Steel Co., at 
East Chicago, Ind., has again been ordered sold, the date 
having been set for Nov. 17. The upset price has been 
reduced from $50,006 to $40,000. 

The directors and officers of the newly organized At- 
lantic Iron & Steel Co. are: A. M. Byers and W. P. 
Snyder, of Pittsburgh; F. B. Richards, of Cleveland; 
Alexander McDowell, A. W. Thompson and Edwin N. 
Ohl, of New Castle, Pa. President, A. M. Byers; Secre- 
tary and Treasurer, A. W. Thompson, and General 
Manager, Edwin N. Ohl. E. N. Ohl and William E. 
Reis, receivers for the old firm, have about wound up 
its affairs, and in two or three weeks will be ready to 
turn over the plant at New Castle to the new company. 

The furnaces of the new skelp mill of the Reading 
Iron Co., at Reading, Pa., were putin blast Nov. 8. 

A charter was granted at Hamburg, Pa., Nov. 9, to the 
P. L. Kimberly Co., of Sharon, Pa., to make iron and 
steel. The directors are: P. L. Kimberly, President: 
George A. Baird, R.S. Henderson, William S. Roberts, 
of Sharon, and Alexander W. Thompson, of New Castle 
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At the sale of the property of the Glendon (Pa.), Iron 
Co., Nov. 4, which included furnaces, ore mines and con 
siderable other real estate, no bids were made for the 
furnaces. These have been idle for about three years. 


The Chambersburg Engineering Co. has been formed 
by William H. Derbyshire, James Austin, John Leisen- 
ring, H. B. Price and M, Harvey Ivins for the purpose 
of making iron and steel and other materials. The plant 
of the Taylor Mfg. Co., at Chambersburg, Pa., has 
be2n bought. 

The new plant of the Braeburn Steel Co., at Braeburr, 
Pa., has been finished. The furnaces, roll trains and 
forging machinery are of the most improved type. The 
company will make a specialty of fine tool steel for all 
purposes and of forgings for die work and all difficult 
shaped tools. Bar steel for tools, springs and machinery 
will be among the other products made. The plant will 
be under the supervision of William Metcalf, who has 
had considerable experience in the steel business. 

The Onondaga Steel Works of the Sweets Mfg. Co., 
Syracuse, N. Y., are to be sold under foreclosure Nov. 
17, at 10 o’clock a.m. The plant consists of 15 heating. 
furnaces, six hammers, from 200 to 2,000 lbs. each, eight- 


trains of rolls, four 9-in. and four 12-in. and three xteel/ 
cementing furnaces. The plant is arranged to may / 


ulate old Bessemer steel rails and locomotive tires apd 
convert iron into blister steel. f 


New Stations and Shops. i 

The new shops of the Georgia & Alabama Railway, at 
Americus, Ga., consist of the following buildings: paint 
shop, 50 x 150 ft., two stories high, of wood, with two 
tracks running through and equipped with adjustable 
scaffold for the workmen; the second floor is used for 
upholstering and varnishing; planing mill, two-story 
brick building, 50 x 200 ft., with heavy machinery on the 
ground floor and light machinery and cabinet and pat- 
tern shops above; car repair shop, a wooden building 60 
xX 200 $tt., with three tracks; machine shop, 60 X 12u ft. 
brick, with drawing-room above; erecting shop, brick, 
with five stalls; blacksmith shop, brick, 30 « 120 ft.; cop- 
persmith shop, brick, 20 x 30 ft.; foundry, brick, 60 x 60 
ft.; storeroom, two stories, brick, 50 x 150 ft.; round- 
house, with 32 stalls; oil and waste house, brick, 30 x 55 ft.; 
tin shop, wood, 20 x 30ft.; pattern storage room, wood, 
20 x 30 ft.; engineer’s house, 20 x 30 ft.and an air-brake 
instruction room, brick, 25 x 40 ft. All of these buildings 
are most conveniently arranged, the paint, planing, tin 
and repair shops being near together, and the other 
shops some 100 yds. to the south of the car departments. 
The follwing is a list of the machinery with which the 
plant is equipped and was all bought through the 
Niles Tool Works, of Hamilton, O.: One air compressor» 
cylinders 12 x 12 x 18in., made by the Laidlaw- Dunn- 
Gordon Co., Cincinnati, O.; two No. 2 Boyer pneumatic 
hammers and one Boyer piston air drill, Chicago Pneu- 
matic Tool Co., Chicago, Ill.; one hy*raulic crank pin 
press, Richard Dudyeon, New York City; one pneumatic 
painting machine, two rotary tapping and drilling ma- _ 
chines, one air motor and fixtures, for revolving driving 
wheels, for valve setting, and one36-in. pneumatic riveter, 
Baird Portable Machine Co.; one 22-in. rotary valve seat 
planing machine, ore 45-in. locomotive cylinder boring 
bar, with attachments; one No. 2 portable crank pin 
turning machine and one 4-in. pneumatic hoist, 4 ft. lift, 
Pedrick & Ayer Co., Philadelphia, Pa.; one large four- 
sided car sill and timber dressing machine, to work tim- 
ber up to 12 x 16 in. to surface two sides at once 24 in. 
wide, Glencove Machine Co.; one 1,250-lb. single stand 
steam hammer, 30-in. stroke, Morgan Engineering Co., 
Alliance O.; one 16-in. slotting machine and one com- 
bined punch and shearing machine, 36-in. throat, Niles 
‘rool Works, and two stationary blast forges, with pat- 
ented down-dratt smoke-exhausting hoods, blast gate 
and anti-clinker dumping tuyere iron, Buffalo Forge 
Co., Buffalo, N. Y. We are indebted to Mr. Cecil Gab- 
bett, Vice-President and General Manager of the road, 
under whose supervision the shops were planned and 
built, for the information given. 

The New York & Ottawa Railway Company have let 
the contract for building stations to Mr. Warwick, of 
Brockville, and the Rathburn Co., of Deseronto, Ont. 
Fairbanks, Morse & Co., of Chicago, will build the 
tanks. J 

The Great Northern has awarded a contract to Schmidt 
Bros., of Superior, Wis., for building at West Superior 
new repair shops, to be 360x100 ft., of brick and stone, 
and a boiler-house 50 x 80 ft., all of the work to be finished 
in 90 days. The improvements will cost about $60,000. 

Interlocking. 
The Standard Railroad Signal Co. is to make a large in- 
terlocking machine and the necessary signal apparatus 
for the New York, New Haven & Hartford at Brayton 
avenue, Providence, R. I. The machine will have 92 
working levers and eight spare spaces. ; 

Extension of Automatic Signals on the Penn- 

sylvania. 
The Pennsylvania Railroad has decided to put in auto- 
matic electro-pneumatic block signals on the New York 
Division, from Monmouth Junction, 41 miles from New 
York and 15 miles north of Trenton, to Holmesburg 
Junction, 77 miles from New York. This portion of the 
road has four tracks throughout its length, and most of 
the switches are already concentrated and interlocked, 
with suitable signals. This mechanical interlocking 
will not be disturbed, except so far as it is necessary to 
interlock the signals and switches with the automatic 
signals to insure safety. The apparatus is furnished by 


the Union Switch & Signal Co’, but will be put in by the 
railroad company’s men. There will be three air com- 
pressors, one at Monmouth Junction, one at Trenton 
and one at Bristol. Engines for pumping water, or 
other purposes, are already established at these places, 
but the plants will have to be slightly enlarged. The 
New York Division is already equipped with electro- 
pneumatic block signals from Holmesburg Junction to 
Mantua (West Philadelphia), and from Jersey City to 
Perth Amboy Junction, so that on the completion of 
the work now undertaken the whole of the main line of 
this division will be thus equipped, except the 21 miles 
from Perth Amboy Junction to Monmouth Junction. 
Between these two points lies New Brunswick, where 
extensive alterations in the grade of the road are yet to 
be made, 


The Atlantic Avenue Improvement, Brooklyn. 
Mr. J. V. Davies has been appointed as engineer to the 
Board for the Atlantic Avenue Improvements of the 
city of Brooklyn, with offices at Atlantic avenue, corner 
Franklin avenue, Brooklyn. He will prepare the maps, 
specifications and estimates for the improvements con- 

\, templated by that board and to be executed jointly by 


x 
the Long Island Railroad and the city of Brooklyn. 


eated Ties and Tie-Plates—Southern Pacific. 


From+the annual resort of the Southern Pacific we 
“Yearn that about 18 per cent. of the ties in track are 
burnettized or creosoted, and 64 percent. are of redwood, 
cypress, cedar and bois d’are, which do not readily de- 
cay, and the life of which is prolonged by use of tie- 
plates. About 18 per cent. of untreated ties remain to 
be replaced by burnettized or redwood ties as renewals 
become necessary. About one million ties are bur- 
nettized each year at the four wood-preserving plants of 
the company. The tie-plates in use would provide for 
961.4 miles of continuously tie-plated track, and a large 
number of plates have been ordered for the coming 
year. About 20 per cent. of the timber trestles have 
been renewed with creosoted timber and from 300,000 to 
400,000 lin. ft. of piling and about six million feet board 
measure of lumber are creosoted annually at the wood 
preserving plants of the company for use in renewing 
trestles, docks and wharves. Since the company ac 
quired control of the properties now operated by it it 
has spent over $16,000,000 in substituting steel and iron 
bridges for wooden bridges, masonry foundations for 
timber foundations and on ballasting, rolling stock, 
treated ties and other betterments and additions and 
improvements to the property. , 
Rapid Transit in New York. 

The commissioners appointed by the Appeilate Divi- 
sion of the Supreme Court to inquire into the public 
utility of the rapid transit project as last laid down by 
the commissioners handed in their report on Monday 
afternoon of this week in favor of building the road. It 
is expected that the motion to confirm will be made 
Nov. 22. The commissioners consisted’ of Messrs. 
Arthur D. Williams, John Sabine Smith and George W. 
Young, Mr. Frissell, who was originally appointed, de- 
clining to serve. 

According to the report, the road as proposed is en- 
tirely practicable from an engineering standpoint. The 
cost will not exceed $35,000,0U0, and probably will not be 
more than $30,00u.000. It is estimated that the proposed 
road would have a daily capacity of 425,000 passengers, 
and it is believed that by the time the road is completed 
the normal growth of traffic will give such a passenger 
business as will yield an income of $5,475,000. With 
working expenses at 60 percent. of the passenger re- 
ceipts, interest on $35,000,000 at 314 per cent., interest 
and depreciation of equipment at 10 per cent. of its cost 
and a sinking funded payment of $350,000 a year the road 
would still earn, it is believed, $18,000 net a year. The 
commissioners judge that it will be feasible to build the 
road at the estimated cost without exceeding the con- 
stitutional limit of the city’s bonded debt, and conclude 
that it ought to be built and worked. 

Section 11 of the Boston Subway. 
Mr. Charles Linnehan, who bid $67,507.50 for the construc- 
tion of Section 11 of the Boston Subway, has been awarded 
the contract. The specifications require that thissection 
shall be completed by June 1, 1898, with a premium of 
$50 a day for each day in which the work is completed 
prior to that date. 
Electric Turntables onthe Baltimore & Ohio 
Southwestern. 

About two and a half years ago a master mechanic of the 
Baltimore & Ohio Southwestern devised an arrangement 
for moving the 60-ft. turnta»le at Chillicothe, O., by 
means of an electric motor. The motor was placed ona 
separate frame and geared to anold car-wheel which ran 
on the circular track. The weight of the frame, 
motor and car-wheel was sufficient to give necessary 
adhesion, and on trial it was found that the heaviest 
engine could be turned completely around in 56 
seconds. The current is carried to the motor 
by: an overhead wire which is connected directly 
over the center of turntable by two brass rings so that 
a perfect contact is always obtained, thus furnishing a 
good conductor for the current to the motor. The cur- 
rent is controlled by means of a handle attached to a 
rheostat so tbat the motor can be run in either direction 
and at such speeds as may be-desired. The cost of the 
device complete, including the motor, did not exceed 
$500 and after two and a half years of constant use it 
is in good order and has given such satisfaction that 
the turntable at Park street, Cinciznati, was likewise 
equipped in a similar way. In this case, however, the 


current is taken under ground and connection made 
around the center cone of the table so that all wiring 
is concealed. The electric power for this table is 
purchased from the Union Depot Co. through a 
meter, and the cost of power for May, June, 
July and August was $29. This turntable is used on 
an average of 50 times each day, thus making a cost of 
less than one-half cent for each time the table is turned, 
while if it was operated by hand it would have cost 
about $738 (i2 cents for each engine), which shows a sav- 
ing of $709, without allowing for repairs, which, how- 
ever, will never be very large. 

The Baltimore & Ohio Southwestern has also just 
completed a plan for equipping the turntable at Shops, 
Indiana, with a device similar to the one in use at Chilli- 
cothe, and which will be working in a few weeks. An even 
better showing can be made there than at Park street, 
Cincinnati, inasmuch as the table is in more constant 
use. 


Railroad Supplies for Norway. 
Newspaper reports state that the Norwegian State Rail- 
road Department is about to ask for bids on railroad 


materials, including rolling stock, permanent way and’ 


machinery, amounting in all toabout $1,000,000, Ameri- 
can makers are instructed to apply to the United States 
Consul, Mr. Gerhard Gade, at Christiana. Mr. L. Se- 
gelcke, Christiana, Norway, is Director General of the 
State Railroads. Atthe end of 1895 there were 1,014 
miles of State railroad in Norway and 59 miles of private 
road. 





THE SCRAP HEAP. 





Notes. 

Brown’s discipline has been adopted on the Metro- 
politan Street Railway of New York City and on the 
Canal & Claiborne Railroad of New Orleans. 


The Chesapeake & Ohio Hospital Association has been 
organized by the employees of the road named. It is to 
be conducted under the direction and patronage of the 
company, five of the directors of the Association be‘ng 
employees and five officers of the road. The company 
has furnished a building for a hospital; itis the former 
Gladys Inn, at Clifton Forge, Va. Employees will sup- 
port the hospital by;small monthly contributions, 

The inability of the Attorney-General of North Da- 
kota to proceed in the injunction suit brought against 
the Railroad Commissioners by the railroad companies 
seems to have caused considerable friction in the execu- 
tive department of that state, and it is reported that the 
Governor has decided to remove the difficulty, which is 
a lack of funds in the State Treasury, by advancing out 
of his own pocket the money necessary to enable the 
Attorney-General to conduct the necessary legal pro- 
ceedings. 

The Chicago & North Western now has the block sys- 
tem in operation from Boone to Clinton, and the signals 
are being put in as fast as possible all along the line to 
the Missouri River. The space interval is now in force 
between Chicago and Minneapolis, so that within a few 
months the company will have about 800 miles of line 
thus operated. Sincethe adoption of the space in- 
terval in Iowa, 104 additional telegraph operators have 
been employed on the main line in that state. The aver, 
age length of the blocks is about four miles. 


The Southern Pacific and the Atchison lines west of 
Albuquerque have put a check on free transportation 
by notifying connections that they “find it necessary, 
in order to relieve themselves of the constantly increas- 
ing burden of travel on free transportation, issued to 
connecting and other railroad lines, for freight or ticket 
agents and clerks, trainmen and other subordinate em- 
ployees, to establish a rule that no requests for passes 
will be honored after Dec. 1, 1897, in the territory south 
of Portland and west of Ogden, El Paso, Albuquerque 
and Deming, for subordinate employees; but a special 
rate of one-half tariff rates will be granted them in- 
stead. Exceptions to this rule will, however, be made 
with pleasure on receipt of autographic requests from 
the President, Vice-President, or General Manager.” 
OtkLer roads are requested to ignore requests for favors 
for employees of the same classes of the roads issuing 
this circular, unless signed, by the President, the Assist- 
ant to the President, one of the Vice-Presidents, or the 
General Manager. 


Some of the Old English Steel Rails. 

In tearing up a siding on the Straitsville division of 
Baltimore & Ohio Railroad, the other day, the section 
men discovered that several of the rails had been made 
in J&863. Subsequent investigation revealed the fact 
that these rails were pait ofa lot that were bought in 
England during the war at a cost of $125 a ton in gold. 
The rails were still in fair condition, and for light mo- 
tive power would last 10 years longer. 


Lese Majesty. 

The editor of the Volkswacht, of Breslau, who com- 
mented upon the frequency of railroad accidents in 
Germany, has been indicted for “insulting” Herr Thie- 
len, the Minister of Public Works. 


A South African Railroad Opened. . 


A press dispatch from Cape Town says that the Bulu- 
wayo Railrvad was formally opened on Nov. 4. 


Too Many of ‘Them Have Come to America. 


A complaint comes from Austria that we should never 
have expected in any country of Europe. There is a 
dearth of civil engineers. Mechanical engineers are suf- 
ficient in numbers. The Railroad Minister has besought 
the Minister of Edncation to let the pupils in the engi- 
neering schools know this, and he has notified them that 
for some years to come civil engineers who are Austiian 
citizens, have graduated at an Austrian engineering 
school and passed with credit the two state examina- 
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tions required, can find appointments in the state rail- 
road service immediately after finishing their studies, 
with salaries beginning at $400 to $450, hotse money, 
“and very good chances of promotion.” 








LOCOMOTIVE BUILDING. 





The Pennsylvania Railroad is building five more class 
H4 Jocomotives at its shops, 


It is understood that the Intercolonial Railway is 
making drawings for a number of new,docomotives. 


The Baldwin Locomotive Works are building six con- 
solidation locomotives for the Western Maryland Rail- 


road, 

The Richmond Locomotive Works are building two 
locomotives for the Richmond, Fredericksburg & Po- 
tomac. 


The Dickson Locomotive Works, of Scranton, Pa., have 
received an order to build a second compressed air loco- 
motive for the Delaware & Hudson Canal Co, a dupli- 
cate of the one built for the same company some months 
ago. 

The Grand Trunk bas place’ an order for four mogul 
and four 10-wheel engines with the Schenectady Loco- 
motive Works and for six moguls and four 10-wheelers 
with the Baldwin Locomotive Works. - They are for use 
on lines in the United States. 


The Baldwin Locomotive Works have received an 
order to build 16 consolidation engines, with 21 « 26in. 
cylinders aud 50 in. drivers, and eight passenger loco- 
motives, with 18 x 24 in. eylinders and 66 in. drivers for 
the Central Railroad of Brazil. 


The Cleveland, Cincinnati, Chicago & St. Louis Rail- 
road has ordered from the Richmond Locomotive 
Works a heavy consolidation locomotive. Three sets of 
cylinders were also ordered to convert that many simple 
engines into Richmond compounds. 


The Baldwin Locomotive Works have been awarded a 
contract to build 12 mogul freight locomotives with 15 
x 24 in. cylinders and 50-in.-drivers, and 10 10-wheel pas- 
senger locomotives, with 16 x 24 in. cylinders and 62-in. 
drivers, torthe Findland State Railways. 


The three compound consolidation freight locomotives 
now being built by the Schenectady Locomotive Works 
for the Ogdensburg & Lake Champlain Railroad, as 
stated in our issue of Oct. 15, will have 22 x 34 x 28-in. 
cylinders, 54-in. driving whéels and weigh 150,000 Ibs. 
‘he engines are to be operated on the heavy grade be- 
tween Moira and Rouse’s Point. The engines are of the 
latest design, have steel driving wheels and all the 
modern improvements; cast and pressed steel being used 
largely in order to give the maximum size of boiler and 
bearings obtainable with the above weight. ‘The boiler 
pressure is 200 Ibs. per square inch. 


The Brooks Locomotive Works, of Dunkirk, N. Y.. 
are building two simple Mastodon type locomotives for 
the Great Northern. ‘They will have 21 x 34in. cylinders, 
with piston valves; 55 in. (outside diameter) driving and 
33 in. truck wheels, with steel centers; firebox, 124 x 404¢ 
in., inside measurement; boiler, improved Belpaire type, 
78 in. in diameter at front cylinder course, with 376 tubes, 
214 in. in diameter and 13 ft. 103¢ in. long: driving wheel 
base, 15 ft. 10 in., with a total wheel base of engine, 26 
ft. 8 in. and of engine and tender, 53 ft. 6 in ; boiler 
pressure, 210 Ibs.; mud ring, double riveted and alligator 
guides. ‘They will be equipped with Krupp tires, A. 
French Co,’s springs, Jerome metallic packing, Monitor 
injectors, Krupp No. 1 tender wheels. Monarch brake 
beams, New York brake fixtures and 23 in. headlights. 








CAR BUILDING. 


The Canadian Pacific is building 12 passenger cars at 
its shops. 

Tbe Glucose Sugar Refining Co., of Buffalo, N. Y., 
with offices in the Wool Exchange Bldg., New York 
City, intends to build 100 tank cars at once. 


The St. Louis & San Francisco has placed orders with 
the St. Charles Car Go., of St. Charles, Mo., for 100 ven- 
tilator cars, and with the Missouri Car & Foundry Co., 
of St. Louis, Mo., for 100 furniture cars. 


The Cleveland, Cincinnati, Chicago & St. Louis has 
placed an order with Barney & Smith for two parlor 
cars, one dining car and twoto four express cars 55 ft. 
long for carrying horses shipped by express. 


The Metropolitan West Side Elevated, Chicago, has 
ordered 25 new trailers from the Pullman Palace Car 
Co. These cars are to be like those already in service, 
and will be finished about the middle of January. 


The Schoen Pressed Steel Co., of Pittsburgh, Pa., is 
bidding on a large number of steel cars, ranging from 
80,000 Ibs, to 110,000 Ibs. capacity. Among the roads re- 
questing bids are the Pennsylvania and Central Rail- 
road of New Jersey. 


The Minneapolis & St. Louis isin the market for 200 
box cars, 34 ft. long and of 60,000 Ibs. capacity. Diamond 
truck frames, Westinghouse air-brakes, Monarch brake 
beams, Standard couplers; Buttler drawbar attachments, 
Winslow roofs and Dunham doors are specified. 


Swift & Co. have placed an order fur 100 additional 
refrigerator cars with the Wells & French Co., of Chi- 
cago, and for 100 more with the Barney & Smith Car 
Co., of Dayton, O. This company some time ago ordered 
350 cars from the Michigan-Peninsular Car Co. and 210 
from the Wells & French Co., making a total of 760 
cars ordered in the last two months. 


The Norfolk & Western has placed orders for 500 box 
cars with the Ensign Mfg. Co., of Huntington, W. Va, 
and for 25) of the sametype with Murray, Dougal & 
Co., of Milton, Pa. Two hundred and fifty will also be 
built at the Roanoke shops of the railroad, the delivery 
to begin from ali three places in five weeks. Some of 
the specifications were given in our issue of Oct. 29. 
Chicago roofs and Hein and Tower couplers are also 
specified. 








BRIDGE BUILDING. 





Bellaire, O.—The Bellaire & Benwood Bridge Co., 
chartered three years ago to build a highway bridge over 
the Ohio River at this place, has secured the real estate 
needed for its terminals, and has ordered its engineers 
to prepare final plans for the structure. The channel 
span will be 800 ft. long. 


Chicago, I1!.—-The following bids were opened Nov. 
8 by Thomas Kelly, President Board of Trustees, Sani- 


tary District of Chicago, Those’in the first columi 
are for the Chicago, Madison & Northern double-track 
draw span, 474 ft. long, and those in the second columa 
are for the Chicago Calumet Terminal Railway’s 
double-track draw span, 312 ft. long: ‘ 

%. M.&N. C.&C.T. 


olede Retires. 3... 5220055) 0eo AS $71,164 $31.974 
a7 


Detroit Bridge & [ron Works............. 78,64 34,986 
A. J. Tullock .......0. Ss ea re = 79,850 34,871 
ee rrr as 80,300 34,70 

CCREIROTON ET BOO ooo oss s cod eniescxesanecs 0 395 36.051 
American Bridge & Iron Co...........000+ 81,200 34,725 
Pennsylvania Steel Co .. ..........00..+5 81,950 35,775 
New Jersey Ste7l & Iron Co............... §2.556 37.957 
Youngstown Bridge Co............eee006 +» 82,980 36,814 
Pe OS 2 eee 86,400 36,800 
Edge Moor Bridge Co...... ......ccceccses 88,150 39.30 
Wisconsin Bridge & Iron Works.......... ai 28,877 


The Acting Secretary of War has approved the plans 
fora new bridge to be built over the Chicago River at 
Archer street. 


Clarksburg, W. Va.—The contract for a steel_truss 
bridge over Elk River has been given to the Canton 
Bridge Co by the Elk Bridge Co., at $19,00U. The bridge 
will be 518 ft. long with a 2’)-ft. roadway. 


Cleveland, O.—Plans have been made for an iron 
swing bridge at Center street, to cost about $120,000. 


Columbus, 0.—The contract for the approaches for 
the Central College Bridge has been given to B. A. 
Swickard, at $1,170. 


Essex Junction, Vt.—The Central Vermont Railroad, 
G. H. Thomson Consulting Engineer, has awarded the 
contract for two riveted lattice spans, of 107 ft. each, to 
the King Bridge Co., Cleveland, O. 


Fort Plain, N. ¥.—The contract for a lift bridge 
over the Erie Ganal, at River street, has heen given to 
the Havaua Bridge Works at its bid of $10,351. The Hil- 
ton Bridge Co. bid $10,746 and the King Bridge Co. pre- 
sented an informal bid of $12,300. 


Hull, Que.—Mr. H. J. Beemer, President of the Ot- 
tawa & Gatineau Valley, states that plans for the inter- 
provincial bridge are being completed and that work 
will be commenced at an early date. The new central 
station in this place will be the point from which the 
bridge will start. 


Lingwick, Que.—An iron bridge is to be built over 
the river at this place. 


McKeesport, Pa.—The council has passed the Mifflin 
township bridge ordinance, aud work will begin on the 
new structure in the early spring. The bridge will be 
built across the Monongahela river from the foot of 
Market street to Risher station. 


Montpelier Juaction, Vt.—The Central Vermont has 
given the contract to the King Bridge Co. for a plate 
girder bridge of 1(8 ft. span. 


Newbern, N. C.—The Secretary of War has approved 
the plans and location for a bridge to be built over the 
Trent River by the Commissioners of Craven County. 


New York.—The Acting Secretary of War has ap- 
proved the location and plans of a bridge to be built by 
the Department of Public Parks, between City Island 
and Pelham Bay Park. 2 


North Duxbury, Vt.—The Central Vermont has 
awarded the contract to the King Bridge Co. fora riv- 
— lattice bridge with two spans of 146 ft. and one of 

22 ft. 

Passaic, N. J.—Bids will be asked for a new iron 
bridge on West Twenty-fourth street, to cost not over 
$1,650. The Committee on Seventh Ward bridges has 
the matter in charge. 


Philadelphia, Pa.—It is said that the contract for 
a new steel bridge for the Pennsylvania Railroad at 
Frankford has been let to J.Goll & Co. ‘The bridge will 
cost about $50,000. 


Port Huron, Mich.—The Acting Secretary of War 
has approved the plans and location for a bridge over 
Black River at Elmwood street. 


_ Pottsville, Pa.—The contract for building the Wash- 
ington street bridge has been given to Rickert & Otter- 
bein of this place, at their bid of $5,722. 


Randolph, Vt.—The Central Vermont Railroad has 
awarded the contract tor building a bridge of 129 ft. 
span of the lattice type to the King Bridge Co. 


Roxbury, Vt.—The Central Vermont has given the 
contract to the King Bridge Co. for a deck-plate girder 
bridge of 108-ft. span. 


Royalton, Vt.—The Central Vermont has awarded 
the contract to the King Bridge Co., for a riveted lattice 
bridge with four spans of 150 ft. each. 


Salt Rock, W. Va.—The Acting Secretary of War 
has approved the location and plans for a bridge to be 
— over the Guyandotte River, by the Cabell County 

Jourt. 


Scranton, Pa.—Petitions for a bridge over Schultz- 
ville Creek at Schultzville, for a bridge over Summit 
Lake Creek in South Abington, fora bridgeover Willow 
Creek in the same township and for one over Parker’s 
Creek in Waverly, have been filed with the Court and re- 
ferred to the grand jury. 


Sherbrooke, Que.—A new bridge to cost $15,000 is 
proposed here. 


Utica, N. Y.—Two new bridges will be built across 
the Erie Canal in this city during the winter, one at 
Broad street and the other on Whitesboro street. the 
plans are nearly completed, and the contracts will be let 
early in December so that the bridges may be finished 
before navigation opens in the spring. 


Waterbury, Vt.—The Central Vermont Railroad has 
awarded, the contract to the King Bridge Co. for a 
riveted lattice bridge with two spans of 138 ft. and 144 
ft. respectively. 

Woodstock, N. B.—The provincial government is 
about to build a steel bridge across Bull’s Creek, Carle- 
ton County, about three miles below this town. 


Woonsocket, R.I.—Plans and specifications will be 
made for the abutments of the ood avenue bridge 
and bids will be asked by the Aldermen as soon as the 
plans have been approved. 








MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Chicago & Alton, quarterly, common and preferred, 
13¢ per cent., payable Dec. 1, 





Cleveland & Pittsbuigh, quarterly, guaranteed, 134 
per cent , payable Dec. 1. , | . 
Lehigh Coal & Navigation, 2 per cent., payable Nov: 


30. n } 
© is eee semi-annual; 214 per cent., payable 
NOV: « 





Third Avenue, quarterly, $2 per share, payable Nov. 
29 


< West Chicago Street, quarterly, 114 per cent., payable 
Ov. . 


Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

Bridgton & Saco Rwer, annual, for election of direc- 
tors and other business, Bridgton, Me., Nov. 17. 


Chicago Electrical Association. 

A meeting of the Chicago Electrical Association was 
held Friday evening, Nov. 5, at Room 1737, Monadnock 
Block. Chicago. Mr. C. H. Sewall read a paper entitled 
* ‘The Safe Current Capacity of Electrical Conductors.” 


Western Railway Club. 

The next regular meeting of the club will be held Nov. 
16, when the paper by Mr. Wm. Garstang on “Heating 
Passenger Cars,’’ and the topical question ‘The Advant:- 
ages of Cupping or of Corrugating Fire Box Sheets”’ 
will be considered. 


The Western Foundrymen’s Association. 

The Western Foundrymen’s Association will meet at 
the Great Northern Hotel, Chicago, Nov. 17, at 7:30 p.m. 
A paper on ‘** Plaster Casts and Other Methods of Mold- 
ing Shell Forms,” by Mr. John C. Knoeppel. will be pre- 
sented, and members are requested to submit comments 
in writing for the discussion. Questions relating to any 
phase of foundry practice are also requested from mem- 
bers, for discussion at future meetings. 


Western Society of Engineers. 

A regular meeting of the Western Society of Engineers 
was held Nov. 3, about 22 members being present. In 
the ab-ence of the President and Vice-President, Mr. 
Isham Randolph presided. An amendment _providing 
that when no nominations for officers of the Society are 
made by members as provided in Sec. 4 of Article If for 
the annual election, the board of direction shall only 
nominate one ticket, instead of two as at present, was 
adopted. After a discussion on technical education the 
meeting adjourned. 

The Entertainment Committee announced that Mr. 
Isham Randolph would, by request, deliver a lecture at 
Central Music Hall Nov. 30 on the Chicago Drainage 
Canal, the proceeds to be given to the Society. 


St. Louis Railway Club. 

The next regular meeting of the St. Louis Railway Club 
will be held at Jefferson Barracks, St. Louis, Nov. 12. A 
1 will be presented by Geo. B. Leighton, President 

,os Angeles Terminal Railway, St. Louis, entitled 
‘English Railway Practice.” In view of the general in- 
terest taken in the discussion of the paper presented at 
the September meeting by Mr. J. A. Gohen, entitled 
“Care of Passenger Equipment at Terminals,” and at 
the request of several members, a further discussion ot 
this paper will ensue at the November meeting. The 
paper presented by Mr. Jobn S. Thurman at the Octo- 
ber meeting, entitled “Advancement of Americar Rail- 
ways and What We May Expect in the Future,” will 
also be open for discussion. The Missouri Pacific has 
tendered the club a special train to carry the members 
to and from the Barracks. 


Civil Engineers’ Society of St. Paul, Minn. 

A regular meeting of the Civil Engineers’ Society of 
St. Paul was held Nov. 1. Mr. Woodman, Chairman of 
Committee on Membership, presented a table showing 
the requirements for membership in various branches 
of the Association of Engineering Societies, and the 
committee was requested to report at the next regular 
meeting recommendations as to membership and name. 
The Secretary, Mr. C. L. Annan, reada paper on ‘‘Paint 
Tests” by Mr. W. J. Wilgus. President Hilgard read 
‘*Some Notes on the Development of Water Powers.” 
At Telluride, Col., a head of 900 ft. is utilized and power 
is transmitted to the various mining camps at a maxi 
mum distance of 14 miles. Even at a cost of $120 per 
H. P. per annum, asaving of 25 per cent. over the old 
coal methods is claimed and the electric light appears 
quite yenerally in the miner’s cabin. Water power is 
now transmitted 50 miles into Salt Lake City and 20 
miles to Butte, with the possibility of greater power 
being brought in from a distance of 60 miles. Mr. Ksta- 
brook spoke of the relative cost of steam and water 
power at the Minneapolis mills. 


American Society of Civil Engineers. 

The Nominating Committee has presented the follow- 
ing ticket to be voted on at the next annual election : 

President, Alphonse Fteley, New York City. 

Vice- Presidents, Edward P. North, New York City, 
and Frederic P. Stearns, Boston, Mass. 

Treasurer, John Thomson, New York City. 

Directors, .L. F. Deyo, New York City; John Ken- 
nedy, Montreal, Que.; Henry Manley, Boston, Mass.; 
Charles ©. Schneider, Pencoyd, Pa.; John J. McVean, 
Grand Rapids, Mich.; George Y. Wisner, Detroit. Mich. 

All arrangements for the formal opening of the new 
Society House, No. 220 West Fifty-seventh street, have 
been placed by the Board of Direction ia the hands of 
the folowing committee: Benjamin M. Harrod, Presi- 
dent; Chas. Warren Hunt, Secretary; John Thomson, 
Treasurer; Horace See, Chairman Finance Committee; 
George A. Just, Chairman Building Committee. 

Wednesday, Nov. 24, has been fixed as the date for the 
formal opening. The house will be open for inspection 
from9¥a.m.to2 p. m. The opening ceremonies have 
been arranged as follows: In tte afternoon, beginning 
at 3:30, the first meeting in the new house will be held in 
the auditurium, at which Mr. Harrod will preside, and 
addresses be made. Mr. Joseph H. Choate will deliver 
an oration. Admission will be by card only. Each 
member may secure a card for himself and for two 
guests (ladies or gentlemen). 

In the evening at 9 o’clock there will be a house warm- 
ing. Dancing may be expected, and supper will be 
served. Admission will be by card only. Each member 
will be entitled to one card for himself and for one lady. 
He may also secure additional cards for other ladies of 
his immediate family. 








PERSONAL. 





—Mr. Edward B. Guthrie, City Engineer of Buffalo, 
N. Y., has been appointed Chief Engineer of the Grade 
Crossing Commission of Buffalo, to succeed Mr. George 
E. Mann, deceased, 
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—Mr. W. A. C. Ewen, Vice-President of the Charleston 
& Western Carolina, with headquarters at Augusta. Ga., 
has resigned, to engage in other business. Mr. Ewen 
has been succeeded by Mr. Samuel Thomas. 


—Mr. W. C. Rowley, heretofore Commercial Agent of 
the Michigan Central, with headquarters at Detroit, 
Mich., has been appointed Assistant General Freight 
Agent of that a with headquarters at Bay City, 
Mich., to succeed Mr, E. E. Gerkins, deceased. 


—Mr. J. G. Livingston, heretofore Purchasing Agent 
of the Lexington & Eastern, with headquarters at Lex- 
ington, Ky.. has been appointed General Superintend- 
ent of the Interoveanic Railroad of Honduras, Central 
America, a road which is proposed to extend from 
Puerto Cortez, on the Gulf of -Honduras, southe st to 


Amapala, about 180 miles. . 


—Mr. T. G. Golden, formerly General Superintendent 
of the International & Great Northern, with headquar- 
ters at Palestine, Tex., has been appointed Superintend- 
ent of the Galveston Joint Wharf Yard of the Gulf, 
Colorado & Santa Fe, the Galveston, Houston & ‘Hen- 
derson and the Galveston, La Porte & Houston railroads, 
to succeed Mr. B. C. Collins, resigned. 


—Mr. Oliver P. Dunbar, Superintendent of Motive 
Power and Cars of the Wheeling & Lake Erie, with 
headquarters at Norwalk, O., died suddenly at his home 
in that place Oct. 31. Mr. Dunbar has been in railroad 
service since 1854. He was appointed Master Mechanic 
of the Canada Southern (United States Division) in 
July, 1875, and held that office until Feb. 1, 1883, when 
he was appointed Master Mechanic of the Wheeling & 
prea Erie. He was promoted to his late office last 

ay. 

—The Manufacturers’ Club of Detroit has selected a 
Freight Commissioner in the person of Mr. John L 
Moore, !ate of Sandusky, O., and formerlv Secretary and 
Treasurer of the Cincinnati, Sandusky & Cleveland Rail- 
road. When that road was separated from the Indiana, 
Bloomington & Western Mr. Moore became General 
Manager, which place he held until the road was sold to 
the Cleveland, Cincinnati, Chicago & St. Louis. After 
that he was engaged in railroad enterprises for a time 
and then became a manufacturer in Sandusky. 


—Mr. J. E. Galbraith, who recently resigned as Gen- 
eral Freight and Passenger Agent of the International 
& Great Northern, has been appointed Traffic Manager 
of the Cleveland Terminal & Valley, with headquarters 
at Cleveland, O., and also General Agent of the Balti- 
more & Ohio at that point. These two positions were 
formerly held by L. Rush Brockenbrough, who is now 
General Freight Agent of the Baltimore & Ohio lines 
west of the Ohio River, with headquarters at Pitts- 
burgh, Pa. Mr. Galbraith prior to 1888 was Assistant 
General Freight Agent of the Missouri Pacific lines 
south of Texarkana and Denison, Tex., witb office at 
Dallas, Tex. He was then appointed General Freight 
and Passenger Agent of the International & Great 
Northern, and held that office until the following year, 
when he was made Traffic Manager of the same road. 
In 1891 he was again appointed General Freight and 
Passenger Agent, which office he held until last sum- 
mer. 


—Gen. James C, Duane. President of the Aqueduct 
Commission of the City of New York, died of apoplexy 
on the morning of Nov. 8 at his home in that city. He 
was a native of Schenectady, N. Y., having been born 
there in 1825. He graduated from Union College and 
later from West Point in the class of 1848, in which class 
he ranked second. He was appointed at once into the 
Corps of Engineers and later in his career declined a cap- 
taincy inthe line as he preferred to stick to the corps. He 
was made brigadier-General and Chief of Engineers, U. 
S$. Army, Oct. 11, 1886, and was retired for age two years 
ago. is career in the army was the familiar one of the 
officer of engineers. The story is that of honorable 
and able performance of duty in an inconspicuous way. 
He had arduous and responsible war experience and was 
for a time the chief engineer officer of the army of the 
Potomac and was promoted and brevetted for distin- 
guished service. e was appointed Aqueduct Commis- 
sioner by Mayor Hewitt July 31, 1888, and at the first 
meeting of the Board after his appointment he was made 
President, which office he held until his death. General 
Duane was made an Honorary Member of the American 
Society of Civil Engineers Nov. 20.° 1886, a distinction 
which but very few men of the profession have ever 
reached. 








ELECTIONS AND APPOINTMENTS. 





Atlantic & North Carolina.—D. M. Stanton has been 
elected Secretary and Treasurer; J. W. Watson has been 
elected Auditor, and S. W. Hancock, General Counsel, 
all with headquarters at New Bern, N.C. S. L. Dill has 
been appointed Superintendent and General Freight and 
Passenger Agent, with headquarters at New Bern. The 
above elections and appointment took effect Oct. 1. 


Atlantic Coast Line.—J. S. Hartsell has heen ap- 
pointed Soliciting Agent, with headquarters at Tarboro, 

. C. J. S. Walpole has been appointed Soliciting 
Agent, with headquarters at Charleston, S. C., to suc- 
ceed W. E. Renneker. 


Baltimore & Ohio.—J. F.Galbraith, formerly General 
Freight and Passenger Agent of the International & 
Great Northern, has been appointed General Agent 
ot the Baltimore & Ohio and Traffic Manager of the 
Cleveland Terminal & Valley, control'ed by that road, 
with headquarters at Cleveland, O., to succeed L. Rush 
Brockenbrough, transferred. 


Baltimore & Ohio Southwestern.—F. D. Gildersleeve 
has been — City Passenger and Ticket Agent at 
St. Louis, Mo., to succeed W. P. Townsend. 


Birmingham & Atlantic.—In addition to his office as 
Auditor, A.S. Vaughan has been appointed General 
Passenger Agent, with headquarters at Talladega, Ala. 


Charleston & Western Carolina.—Samuel Thomas has 
been elected Vice President, with headquarters at 
Augusta, Ga., to succeed W. A. C. Ewen, resigned. 


Chicago Great Western.—C. R. Berry has been ap- 
pointed Agent, with headquarters at St. Joseph, Mo., to 
succeed J. H. Hamill, who was City Passenger and 
Ticket Agent at that place. A.J. Stratton has been ap- 
pointed General Agent at San Francisco, Cal. 


Chicago, Milwaukee & St. Paul.—L. L. Downing has 
been appointed Commercial Agent in caarge of freight 
and passenger traffic in the Utah District, with office at 
Salt Lake City, Utah, to succeed Alexander Mitchell, re- 
signed. Thea tment took effect Nov. 1. ‘he office 
of J. W. Casey, Traveling Passenger and Freight Agent, 
has been_removed from Seattle, Wash., to Portland, 
Ore. E. B. Hixson, heretofore Traveling Freight Agent, 


has been appointed Assistant General Eastern Freight 
Agent, with headquarters at New York City. 


Chicago, Rock Island & Pacific.—W. G. Purdy has 
been elected First Vice-President, Treasurer and Secre- 
tary and W. H. Truesdale Second. Vice-President and 
General Manager, both with office at Chicago, Ill. The 
office of Third Vice-President has been abolished R. 
P. Flower has been elected a member of the Executive 
Committee. 


Thilkoot Railroad & Transport Co.—The officers of 
this company, referred to under “Alaska Railroads” in 
another column,are as follows: President, Hugh C. 
Wallace; Vice-President, W. G. Pearce; Treasurer, A. 
T. Prichard; Acting Secretary, George M. Arklev: Chief 
Engineer, A. McL. Hawks. The central office is Tacoma, 
Wash. 

Cincinnati, Hamilton & Dayton.—J. R. McGregor, 
heretofore Traveling Passenger Agent at Cincinnati, O., 
has been transferred to Atlanta, Ga. 


Deckerville, Osceola & Northern.—The officers of this 
company. noted in another column, are as follows: 
President, George W. Decker, Newport. Ark.; Vice* 
President, E. M. Ford, Deckerville; Secretary and 
Treasurer, J. G. Webb, Deckerville. 


Denver & Rio Grande.—Frank W. Swan has been ap- 
pointed Contracting Freight Agent, with headquarters 
at St. Louis, Mo. 


Evansville & Richmond.—The officers of this reor- 
ganized company are as follows: President, J. R. 
Walsh, Chicago; Secretary and Treasurer, L. A. Walton, 
Chicago; Auditor, F. B. Ogden, Chicago; Chief En- 
gineer, George Crocker, Bedford, Ind.: General Super- 
intendent, W. Thompson, Bedford, Ind.; General 
Freight and Passenger Agent, H. H. Roseman, Bed- 
ford, Ind.; General Eastern Agent, E. F. Giberson, 1 
Madison avenue, New York City. 


Flint & Pere Marquette.—The office of H. W. Jame- 
son, Traveling Passenger Agent, has been removed from 
Saginaw, Mich., to Toledo. O., and thatof W. C. Tousey, 
fe ogee Passenger Agent, from Saginaw to Detroit, 

ich. 

Fremont, Elkhorn & Missouri Valley.—B. T. White, 
heretofore Assistant General Attorney, has been ap- 
aggre General Attorney, with headquarters at Omaha, 

eb., to succeed W. B. Srerling, deceased. 


Leavenworth, Kansas & Western.—Officers of this 
company, formerly the Kansas Central, have been 
elected as follows: Acting General Manager, J. O. 
Brinkerhoff. with office at Kansas City, Mo.; General 
Freight and Passenger Agent, W. S. Basinger, with 
office at Leavenworth, Kan. 


Litchficld, Carrollion & Western.—C. B. McCall, Gen- 
eral Manager, with headquarters at Carlinville, Ill., hav- 
ing resigned, that office has been abolished. T. W. Geer, 
formerly Trainmaster. has been appointed General Sup- 
erintendent, with headquarters at Carlinville. 


Louisville & Nashville.—George Becker has been ap- 
pointed Auditor of Receipts, to succeed William J. Dick- 
inson, resigned. P. O. Stewart has been appointed As- 
sistant Auditor of Receipts, to succeed Mr. Becker. The 
above appointment took effect Oct. 21. 


Mexican Central.—H. J. Snyder has been appointed 
Southern Agent, with headquarters at New Orleans, 
La., to succeed J. F. Donohue, resigned. 


Michigan Central.—W. C. Rowley, heretofore Com- 
mercial Agent, with headquarters at Detroit, Mich., has 
been appointed Assistant General Freight Agent, with 
headquarters at Bay City, Mich., to succeed E. E, 
Gerkins, deceased. C. C. Griggs has been appointed 
Commercial Agent at Detroit, co succeed Mr. Rowley. 


Mobile & Ohio —F¥. E. Guedry has been appointed 
District Passenger Agent, with office at 211 St. Charles 
St., New Orleans, La. 


Morristown & Cumberland Gap.—Frank P. Tate, 
Auditor and Treasurer, having resigned on account of 
ill-health, those offices have been abolished, and here- 
atter all checks will be made payable to and drafts 
drawn by and in favorof the Receiver. Other duties 
pertaining to the Auditor’s office will be performed by 
R. T. Baker, General Superintendent. 


Newburg, Dutchess & Connecticut.—At the annual 
meeting ot stockholders, held at Matteawan, N. Y., Oct. 
28, the following new Directors were elected: Clarence 
Cary, William C. Legendie, both of 59 Wall street, 
New York. 


New York, Chicago & St. Louis.—Joseph Bowes has 
been appointed Lraveling Passenger Agent, with heau- 
quarters at Kansas City, Mo., to succeed H. H. Moies. 
Jay W. Adams has been appointed Pacific Coast Pas- 
seuger Agent, with headquarters at San Francisco, Cal., 
to succeed William Marcy. W. K. Richards has been 
appointed Commercial Agent, with headquarters at 
Pittsburgh, Pa. 


Niagara Falls &- Lewiston.—D. B. Worthington, 
Geneial Passenger Agent, with headquarters at Buffalo, 
N. Y., baving resigned, the duties of that office will be 
pertormed by the President and General Manager. E. 1. 
Brinker bas oeen appointed Traveling Passenger Agent, 
with headquarters at Buffalo. 


Philadelphia & Reading.—On Nov.4the Pine Grove 
Division was merged with the Reading Division, and all 
employees will hereafter report to Supt. A. M. Wilson, 
of that division, at Reading, Pa. 


St. Louis, Chicago & St. Paul.—William M. Bushnell, 
General Freight Agent of the Chicago, Peoria & St. 
Louis, has in addition been appointed General Freight 
Agent of this company. C. W. Callegan, heretofore 
Geoerai Freight Agent of this company, has been ap- 
pointed Assistant General Freight Agent, and also As- 
sistant General Freight Agent of the Chicago, Peoria & 
St. Louis, with headquarters at Springfield, I11. 


Salt Lake & Ogden.—At the annual meeting of stock- 
holders, held Oct. 30, E. B. Critchlow was elected a 
director, to succeed Causton Browne, Jr. 


South Carolina & Georgia.—S. C. Black has been ap- 
pointed Traveling Freight Agent, with headquarters at 
Unarleston, S. C., to succeed W. A. Boyle. 


Southern.—The office of J. A. Dodson, Superintendent 
of Lrack, bridges aud Buildings, has been transferred 
from Washington, D.C., to Greensboro, N. U. J.N. 
Harrison has been appointed Passenger and Ticket 
Agent, with headquarters at Rome, Ga., to succeed T. 
C. Smith. 

Troy Union.—At the annual meeting of stockholders, 
held at Troy, N. Y., Nov. t, the following new directors 
were elected : Edmund D. Codman, C. L. Mayne, John 
Cartensen, F. H. Manss, T. N. Smith and J. R. Leonard. 


RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Alaska Railroads.—Though a number of railroads 
have been projected into the Klondike only one is under 
actual constructiop, that by the Chilkoot Railroad 
Transport Co., in connection with the Washington & 
Alaska Steamship Co., whose headquarters are at 
Tacoma, Wash. (See this column for Oct. 15.) The road 
is to be about 15 miles long, extending from Dyea at the 
head of Lynn Canal, north in almost a straight line 
through Dyea Cuaion and over Chilkoot Pass to Crater 
Lake, where water connection will be made through a 
series of connected lakes to Lake Bennete and thence 
down Lewis River and the Yukon to the goldtields, 
(See the accompanying map.) ‘I'he first eight miles of 
the railroad to the mouth of Dyea Ca on will be of 
ordinary construction, the second purtion over the pass 
will be an aerial cable tramway, Bleichart system. ‘lhis 
tramway is being built by the lrenton Iron Co., Tren- 
ton, N. J., and isto be cumpleted Jan. 15. Sixty men 
are building the railroad proper, which is expected to 
be ready for use Nov. 15. No bonds have been issued for 
the work, and the money is in hand for its completion. 
‘The capacity of the road is estimated at 200 passengers 
and 12U tons of freight perday. ‘Lhe officers are given 
in another column. 

Surveys have recently been completed for another 
Alaska railroad to be built by the Yukon Mining, 'T'rad- 
ing & Transportation Co. (See this column for Aug. 6.) 
Prof. William A. Pratt, of Delaware State College, 
Wilmington, who was sent to Alaska by the company to 
make a survey for the proposed railroad, has returued 
to the officers of the company at Wilmington with so 
encouraging a report that work on the line is expecced 
to begin betore Jan. 1 next. ‘the liue will be about 165 
tniles lung, extending from Taku Inlet. about 20 miles 
south of Juneau, and then tollowing the river through 
tne mountains, eventually reaching Lake ‘leslin, tne 
headwaters of navigation on the Yukou River. (See the 
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accompanying map.) From that point steamboats can 
run to every place on the river about four months dur- 
ing the year. The railroad, it is believed, can be oper- 
ated the eutire year, as the snowfall along its route is 
said not to be over 4 ft. Another pointin favor of the 
Taku route is that the grades will be only three percent , 
which is considerable less than the majority of Rocky 
Mountain roads. Professor Pratt, who made the sur- 
vey, is a practical railroad engineer, having been con- 
nected with the Baltimore & Ohio, the Chesapeake 
& Obio and other lines. and in this way 
gained experience in building and_ operating 
mountain railroads. In his survey he was assisted by 
T. Gordon Janney, formerly of the Baltimore & Ohio 
and an experienced engineer, and P. I. Packard. an 
officer of the company, who had been over the proposed 
route before. The party left Seattle, State of Washing- 
ton, early in August, and was absent nearly two months, 
during which time they tramped from ‘aku Inlet to 
Lake Teslin, making surveys and maps. 

Articles of incorporation have been filed in the office 
of the County Clerk at Portland, Or.,ot the Skaguay & 
Lake Bennett Tramway Co., with a capital of $250,000 to 
build a line from Skaguay, on the Lynn Canal, over the 
White Pass, to connect with a water route to the Yukon. 
The incorporators are Henry E. Batti, Ensley A. Web- 
ster, Henry C. Ash and George H. Deerham. 


Atchison, Topeka & Santa Fe.—The section be- 
tween Chelburne and Ft. Worth, Tex., 22 miles, on the 
Gulf, Colorado & Santa Fe Division, is being regraded. 
The present maximum -grade is 1.3 ft. in each direction 
and the work in progress will change the maximum 
southbound grade to .9ft. The general contractors are 
Ricker Lee & Co., of Galveston, Tex., who have employed 
on the work three steam shovels, two trains, about 75 
teams and 100 men. 


Atlantic Coast Line.—It is reported that grading 
has been completed on the South Eastern, which is the 
connecting link between the Wilmiagton & Weldon and 
the Wilmington & Newbern, the three roads forming a 
part of the Atlantic Coast Line system. The link skirts 
the city of Wilmington, N. C., and is 2.7 mileslong. It 
is stated that work has heen begun on the extension o 
the Wilmington & Conway Branch fram Elrod, N. C 
southeast about 11 miles to Ashpole. (See this colum 
for Sept. 3 and Oct. 18.) 

Beltaire, Zanesville & Cincinnati.—This compan 
expects duriug the next few weeks to relay about fv 
miles of tr.ck with new rails. J. K. Geddes, Zanesville 
O., is Ke-eiver and General Manager. 

Black Diamond.—The Obio River, Tidewater 
Cynthiana, a division of the Black Diamond System, has 
been incorporated in Kentucky with a capital of $25,- 
000 to run from Ghent, Ky., southeast through the 
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counties of Carroll, Gallatin, Grant, Owen, Scott, Har- 
rison, Nicholas, Bourbon, Montgomery and Estill to 
Irvine, about 100 miles. Albert E. Boone, of Dover, 
Ky., is the chief promoter. 

The Indianapolis, Veray & Tidewater has been organ- 
ized with capital stock of $175,000 to build another sec- 
tion of the Black Diamond System. The directors are 
A. E. Boone. William Kirkby, F. M. Griffith, B. L. Sim- 
mons, C. S. Landy, James M. Scott, G. S. Pleasants, A. 
G. Craig, G. W. Vanpelt, C. V. Thiebaud, Samuel Stucy, 
L. E. Smith and W. L. Fisk. 


Chesapeake Beach.--According to report work has 
been begun on this line to extend from Washington east 
about 30 miles to Chesapeake Beach. There is a force of 
men at Seat Pleasant, Md., under Contractor H. D. Bur- 
rows, and another at Marlborough under H. H. Green, 
both of the firm of Green & Burrows, Washington. Itis 
expected that grading will be completed by Jan. 1 from 
the District of Columbia line to Marlborough. Another 
force of men, it is stated, is at work at the terminus on 
Chesapeake Beach, where a pier 2,000 ft. long is being 
put into the bay. [T.. H. Hyer, Washington, D. C., is 
Chief Engineer of the Chesapeake Bay Construction Co., 
which has the general contract for building the road. 


Chicago, Indiana & Eastern.—It is reported that 
work has been resumed on the extension of this road 
from Fairmount, Ind.. a point on the Cleveland, Cincin- 
nati, Chicago & St. Louis, northwest 17 miles to Con- 
verse. The road as originally projected is to run from 
Converse southeast 79 miles to Richmond. Ten miles 
from Fairmount to Matthews was completed and the 
grading was done for 15 more miles into Muncie some 
time ago. It is expected that the extension to Muncie 
will be completed in the near future. H. E. Drew, of 
Fairmount, Ind., is General Manager. : 


Deckerville, Osceola & Northern.—This company\ 
whose incorporation was noted in this column Oct. 8. is\ 
to build a line from Deckerville, in Poinsett County 
Ark., northeast 33 miles to Osceola, in Mississippi, 
County, and plans eventually to build through to Paw 
Paw Junction, Mo.. a point onthe St. Louis South west- 
ern, Twelves miles of this road from Deckerville are 
now in use. The extension will require no bridges, no 
grades and very little trestling. The officers are given 
in another column, 


Detroit & Mackinac.—It is reported that six miles 
of rails have been Jaid from La Roche, Mich., on the ex- 
tension from that city, 20 miles northeast to Onaway. 
(See this column for Sept. 19.) The course has been 
cleared to within a mile of Onaway and grading is 
being carried forward as rapidly as possible under the 
contractor, J. M. Griffin, of Detroit. 


Detroit, Grand Rapids & Western.—According to 
report this road is to build an extension from Grand 
Rapids northwest to Muskegon, Mich. It is proposed 
that the route will be over the Detroit, Grand Haven & 
Milwaukee from Grand Rapids to Nunica, thence over 
the abandoned roadbed of the Chicago & Michigan to 
Fruitport, thence to Pickands over the Chicago & West 
Michigan and from there a new line to Muskegon, in all 
aroute of 38 miles. 


Duluth, Missabe & Northern.—The extension of 2.5 
miles from Hibbing, Minn., to the Pillsbury Mine is re- 
ported to have been completed. 


Energizer Momentum Engine Heat, Light & Power 
Co.—This company has been: incorporated in West Vir- 
ginia with a capital stock of $1,000,000, to build a rail- 
road from Charleston, a point on the Chesapeake & Ohio, 
northeast up the valley of the Elk River, about 60 
miles, to Sutton, W. Va., a point on the West Virginia 
& Pittsburgh. The*incorporators are: George E. Cuol- 
idge, Bristol, Pa.; Charles W. Van Vleck, Joseph Dun- 
can Steinmetz and William B. Coolidge, of Philadelphia. 


Erie.—This company has completed the work of re- 
vising curves and otherwise improving the alignment 
of its road between Sharpsville and Sharon, Pa. (See 
this column for Aug. 18) The work was not very ex- 
peusive, being done gradually through the summer, and 
it is preparatory to double tracking that portion of the 
road and increasing the yard facilities. The work of 
straightening the road between Hubbard and Sharon 
has been postponed for the present. 


Evansville & Richmond.—This company has de- 
cided to reconstruct that portion of its line between Bed- 
ford, Ind., and Westport. No contracts are to be_ let 
and it is expected that the work wi'l be completed by 
Jan.1. On Dec. 1 the name of the company is to be 
change’ to the Southern [Indiana Railwav Co. It ex- 
tends from Elnora, Ind.. east 1014 miles to Westport. 
The names of the new officers under the reconstruction 
will be found in another column. 


Irondale, Bancroft & Ottawa.—The extension of 
five miles on this road (see this column for Oct. 8) is 
now being built. It is to extend from Baptiste, Ont., 
east through Bancroft to Herman. About 150 men are 
at work and the grading is about one-half completed. 
‘The maximum grade will be 60 ft. to the mile, and the 
maximum curve 6 deg. There will be one bridge 300 ft. 
in length. The road now runs from the Grand Trunk 
Railway Junction east 45 miles to Baptiste, and is pro- 
jected to extend to Brockville on the St. Lawrence. 
Charles J. Pusey, of Irondale, Ont., is President and 
General Manager. 


Lake Erie & Western.—This company has re- 
ballasted 100 miles of track this year, 98 miles of which 


arein Illinois. (See this column for July 30) The ma- 
terial used was gravel from pits west of the 
Wabash River at Lafayette, Ind. Uptotheend of the 


month about 4,000 ft. of trestle had been filled. Nine 
miles of new 75-lb. rails were laid last month and a like 
amount will be put down this month. The company 
has placed five steel girder bridges with stone abut- 
metts, four stone arches, 14 iron pipes with stone para- 
pets and is now placing masonry at the ends of 75 iron 
pipes previously placed. 


Lehigh Valley.—The village of Seneca Falis, N. Y., 
has granted a franchise to this road for its extension 
from Geneva Junction northeast about eight miles to 
that village (see this column for Oct. 20), and work will 
be resumed at once. Plans are being considered fora 
further extension to Auburn. 


Long island.—Work was begun three weeks ago on 
the extension from the North Shore terminus at Great 
Neck, lL. L., northeast 44s miles to Port Washington. 
There is to be a heavy cut made at the Port Washington 
end and a viuduct built across Cohasset Creek. Holmes 
& Covert have the contract for grading, and the road is 
to be completed early in the spring. 


Mansfield Short Line.—TChis company, whose incor- 
poration was noted in these columus last week, has 
given a mortgage for $500,000 to issue bonds to build its 
road from Lucas, O., through Mansfield to Shelby, 
about 20 miles, : 
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Mexican Central.—It is reported that work has been 
begun on the extension from Jimenez, Mex., southwest 
about 80 miles to Parral and that about 350 men are now 
at work. 


Munising.—The extension from Mitchell, Mich.. west 
11.5 to Little Lake.a point on the Chicago & North- 
western, has been completed, and will be opened for 
traffic Nov, 15. This completes the road from Munising 
ov Lake Superior west through Munising Junction on 
the Duluth. South Shore & Atlantic to Little Lake, 37 
miles. E. H. Scott, La Porte. Ind., is General Manager, 
and R. C. Young, Munising, Mick., Chief Engineer. 


Northern Pacific.—It is reported that A. B. Cook, 
of Helena, Mont., has been awarded the contract for 
grading the Gaylord & Ruby Valley Branch, which is to 
be an extension of the Northern Pacific from Gaylord, 
Mont., south about 25 miles to Twin Bridges. It is 
stated that part of the grading was done several years 
ago and that work will beginon the new grading at 
once. (See this column for April 9.) 


Ohio River & Lake Erie.—This company was in- 
corporated in Ohio Nov. 5 with a capital stock of $509,- 
000, to extend its road from Alliance, in Stark County, 
North to Lake Erie, and from Bergholtz, in Jefferson 
County, south to the Ohio River. The present road runs 
from Bergholtz northwest 36 miles. to Alliance, and has 
been known as the Lake Erie. Alliance & Southern. 
The incorporators, most of whom are officials of the 
old company, are: Giles E. Taintor, H. D. Emerson, 
EK. E. Scranton, J. S. Williams and E. A. Miller. The 
general office is at Alliance. At a meeting of the 
stockholders, held at Alliance Nov. 8, a Board of 
Directors was chosen and the following officers ap- 
pointed: President, G. E. Taintor; Vice-President and 
peaanneniwes. H. D. Emerson; Secretary, G. V. L. 
nilar. 


‘\ Ohio Valley & Junction.—This company was incor- 
rated in Ohio Nov. 3, with a capital of $100,000, to 
\build a line in Tuscarawas County from Beach City 
south about 12 miles through Stroudsburg to Dover. 
The incorporators were Thomas Kemp, J. EF. Town- 
shends, B. W. Robinson, H. B. Marton and Henry Rob- 
inson. 


Pennsylvania.—The second track on the Northern 
Central Division, between New Cumberland and Marsh 
Run, Pa., about two miles, was put in service Nov. 7. 
It is expected that the new track between Marsh Run 
and Goldsboro will be completed by Dec. 1. This will 
complete the double track from Bridgeport, opposite 
Harrisburg, to Baltimore. 


Rio Grande, Sierra Madre & Pacific.—Itis reported 
that asurvey is being made for the proposed extension 
of this road from Casas Grandes southwest about 300 
miles through the Carrectas Pass and the valley of the 
Bavispe River in the state of Sonora. Mex . to a point on 
the Pacific. The road from Cuidad Juarez, Mex., = 
site El Paso, Tex., southwest 157 miles to Casas Grandes 
was completed this year. (See this column for July 2.) 
J. P. Ramsey, El Paso, Tex., is General Manager. 


Rio Grande Western.—Deal Brothers & Mendenhall, 
of Springville, Utah. are reported to haye obtained a 
contract for seyen miles of grade at Soldiers’ Summit, 
Utah, where changes are to be made on the main line. 


St. Louis & San Francisco.—This company has just 
concluded an agreement with the Kansas City, Osceola 
& Southern, whose line now extends from Kansas City 
southeast to Osceola, Mo., 112 miles. whereby the latter 
company will extend its line from Osceola southeast 40 
miles to Bolivar to connect there with the St. Louis & 
San Francisco, thus giving the latter a through line 
from Kansas City tothe Gulf. The arrangement pro- 
vides that the St. Louis & San Francisco is to operate 
the entire line for a period of 25 years, but the company 
has a five years’ option to purchase the Kansas City, 
Osceola & Southern. The extension will be built by the 
Kansas City, Osceola & Southern under the direct super- 
vision of the engineers of the St. Louis & San Francisco. 
Work is to begin at once, and the line is expected to be 
completed within six months. The Kansas City, Osce- 
ola & Southern also agrees to put its present line in 
first-class condition. 






St. Louis Southwestern.- At a special meeting of 
the stockholders. held at St. Louis Nov. 4, it was decided 
to guarantee the pay ment of the principal and interest 
of the bonds of the Gray’s Point Terminal Railway Co., 
to the extent of $15,000 for each line of its proposed roaa, 
which is toextend from Deltaeast 15 miles to Gray’s 
Point, Mo.,and will become a part of the St. Louis 
Southwestern. 


Sioux City, Chicago & Baltimore.—This company 
has been incorporated in [owa and Missouri to build an 
air lineroad from Sioux City, Ia., southeast 512 miles to 
st. Louis. Engineers, under L F. Wakefield, ot Sioux 
City, are surveying the route south of Shelbyville, Mo. 
As more than $12,000,000 of bonds must be floated to 
insure the building of the road it is probable that some 
time will elapse beforeactual construction begins. Shull 
& Farnsworth,of Sioux City, are counsel for the company. 


Southeastern & Atlantic.—The building of this belt 
line around the south side of Norfolk, from Berkeley to 
Portsmouth, Va., was begun about two weeks ago. It 
is to be six miles in length. maximum grade 20 ft. per 
mile, maximum curves 4 deg. There is to be one 
steel bridge 800 ft. in length with trestle approaches. 
The contract for bridges has been let to the Pencoyd 
Bridge Co., Philadelphia, Pa. Grading and track work 
will be done by the company. A .J. Cassatt, 26 South 
Fifteenth street, Philadelphia, is President, and Joseph 
U. Crawford, Broad Street Station, Philadelphia, Chief 
Engineer. 


Southern.—It is reported that work has been begun 
on the extension of the North Carolina Midland Division 
tor Mocksville. N. C., northwest about 35 miles to Moores- 
ville on the Charlotte & Taylorsville Division. J. B. 
Jones, of Baltimore, is said to have the ccntract for 
building. 


Stoke Pogis.—This company was incorporated in 
Pennsylvania Nov. 8 with a capital stock of $50,000 to 
build a road in Montgomery County, Pa., from Rose- 
mont north 314 miles to Conshohocken. The directorsfare: 
Frederick Puillips, Montgomery Co., Pa, President: 
Clinton Gage, Jay M. Whitman, William M. Kerr, 
George C. Schoff. Henry C. Landis and J. N. Trainer 
Kerr, all of Philadelphia. 


Tacoma, Lake Park & Columbia.—This road, 
notice of whose sale was given in these columns last 
week, has been reincorporated as the Tacoma & Colum- 
bia River, with offices at 50 Broadway, New York City. 
The company proposes to extend its line from Lake 
Park, Wash., southeast nearly 200 miles to The Dalles, 
Or., where connection will be made with the Oregon 
Railroad & Navigation Company’s lines, _, William 
Bailey, of New York, is President, 


Terminal Railroad Association of St. Louis.—This 
company has applied to the Municipal Assembly of St. 
Louis for permission to complete its belt line around the 
citv. The company was formed by the consolidation of 
the Union Railway & Transit Co.,and the Terminal 
Railway of St. Louis, and is composed of and controlled 
by the Cleveland, Cincinnati, Chicago & St. Louis, the 
Louisville & Nashville. the Missouri Pacific, the Wabash, 
Baltimore & Ohio Southwestern and the St. Louis, Iron 
Mountain & Southern. It is proposed to carry the tracks 
across Broadway, where work was stopped about three 
years ago, to the western limits of the city. 


Texas State.—Superintendent James P. Gibson, of 
the Rush Penitentiary, has put convicts at work to 
grade an extension of this road westward to reach a new 
supply of timber. The present road extends from Rush 

‘ west eight miles, and it is expected that it will be 
eventuaily extended to Palestine. 


Toledo & Ohio Central.--It is reported that 1,000 
tons of new 70-1b. rails are to be delivered soon for re- 
laying on the eastern and western divisions of this road 
and that men are now at work putting in five miles of 
new rails between Halton and Fostoria, O. 


Wiscasset & Quebec.—It is stated that three miles of 
track above Albion, Me., have been laid on theextension 
north about 15 miles to Burnham and that a sub-con- 
tract has been let for grading from Burnham to Pitts- 
field. The present road extends from Albion south 40 
miles to Wiscasset, a point on the Maine Central. W. F. 
P. Fogg, Wiscasset, Me., is General Manager. 


Wyoming & Pond Creek.—This company was in- 
corporated in Penn-ylvania Nov. 9, with a capital of 
$60.000, to build a line in Luzerne County, from Sandy 
Run Junction northeast to Whitehaven, both points on 
the Lehigh Valley. The directors are A. J. Lathrop, 
Pittston, Pa.. President; D. O. McCollum, Wilkes-Barre, 
Pa; A. M. Treas, Wilkes-Barre; C. L. Hoover, Sandy 
Rua, Pa; L. L, Rogers, M. G. Lathrop and L. C. Bacon, 
New York. 


Wyoming Western.—This company has been incor- 
porated in Wyoming with a capital of $10,000.000 to 
build a road across the state through the counties of 
Converse, Natrona, Fremont and Uinta. Itvis stated that 
surveys have been made up the North Platte and Sweet- 
water Rivers through South Pass, thence southwest 
down Twin Creek to the state line. ‘lhe incorporators 
are: J. A. Van Orsdel, Charles Swansen and J. G. Scott. 
Officers: President, J. A. Van Orsdel; Vice-President, C. 
K. Bannister; Secretary and Treasurer, J. L. Hill, The 
principal office is at Cheyenne. 


We 








Electric Railroad Construction. 





Allentown, Pa.—The railroad committee appointed 
to report on the franchise of the Allentown & Reading 
Railway Co. declares the franchise void and the com- 
om has been notified to remove the tracks within 30 

ays. 


Ambler, Pa.—The committee appointed to secure 
right of way for an eiectric road report that they have 
obtained the consent of all but four of the abutting 
property owners. Many desire to have the line run 
from Ambler to Norristown by the way of Center 
Square. 


Berlin, Wis.—Mr. John Martin, a director of the 
Oshkosh, Berlin & Omro Railroad Co., writes us that con- 
tracts will soon be let for the 22 mile line in four or six 
weeks. Bonds to the amount of $250,000 will be placed 
on the market. 


Butte, Mont.—The Great Railway Co. has been granted 
a franchise to build a line from Butte to Walkerville, a 
distance of about five miles. 


Chambly, Que.—A press rep-rt states that the route 
of the electric road between Chambly and Longueil has 
been decided upon and that there now remains only the 
distance between St Johns and Sc. Valentine to be 
determined upon. Mr. A. J. Corriveau, of Montreal. is 
President of the Southwestern Counties Railway, which 
is building the line. 


Charleston, W. Va.—Capt. John W. Littlepage, rep- 
resenting a company of local investors, organized as the 
Capital City Electric Railway Company, which recently 
purchased the property of the Charleston Horse Railway 
Co. at Receiver’s sale, has made the final payments to 
the Circuit Court and secured the full title to the prop- 
erty and franchises. Work was begun three days prior 
to that date by the new owners, who will put in an 
entire new track, introduce electric power and extend 
the line about three miles. They hope to have cars run- 
ning over the entire line by Jan. 1. 


Cincinnati, O.—The Walnut Hills and Vine street 
cable lines of the Cincinnati Street Railway Co. are 
being changed from cable to electricity. 


Conshohocken, Pa.—The Stoke-Pogis Railway Co.. 
capital $50,000, was chartered at Harrisburg, Nov. 8, to 
build an electric line from Rosemont to West Consho- 
hocken, a distance of 314 miles. The directors are Fred- 
erick Phillips, President; Clinton Gage, J. M. Whitham, 
Wm. M. Kerr, Geo. C. Schoff, Henry C. Landis and J. 
N. Kerr, all of Philadelphia. 


Detroit, Mich.—Articles of incorporation of the 
Detroit, Ann Arbor & Ypsilanti Electric Railway were 
filed at Lansing Nov. 3. The capital stock of the com- 
pany is $400,000, and among the incorporators are James 
D. Hawks, President; S.F. Angus, John C. Liggett, 
Obadiah Bingham and M. J. Griffin, of Detroit. It is 
intended to build from the present terminus of the De- 
troit Electric Railroad on Michigan avenue, in Spring 
wells, to the city line of Ypsilanti, connecting there with 
the Ypsilanti & Ann Arbor line, and, possibly, event- 
ually consolidating with it. The incorporators of the 
new company are said to have succeeded in purchasing 
the Albert Pack interest in the Detroit and Saline 
Plank Road Co. They have also arranged to take over 
and consolidate with the new construction the existing 
street railroads between Ann Arbor and Ypsilanti. This 
would give the new company, when the proposed road is 
completed, 43 miles of track. If no unlooked-for delays 
occur the road to Dearborn will be in operation in three 
weeks. Thecontract for thesection to be built imme- 
diately has been let to Contractor M. J. Griffin, and 
work will be pushed as far as St. Joseph’s retreat 
immediately and as far as Wayne by Christmas, 


Ford City, Pa.—Initial steps have been taken for 
building an electric road from Nealton to Ford City. 


Franklin, N. Y.—The Delaware Terminal Railway 
Company was incorporated with the Secretary of State 
on Nov. 9, with a capital stock of $150,000. The com- 
pany proposes to operate an electric railroad from the 
village of Sidney to the yillage of Franklin, in Delaware 











Nov. 12, 1897 


THE RAILROAD GAZETTE. 


807 











County, a distance of 1444 miles. The directors are 
Charles L. Burgees, Siegmund T. Meyer. David S 
Meyer, John Nef and H. S. Meyer, of New York City 
Louis F. Raymond, of Franklin; and Edmund R. Hal- 
sey, of Newark, N. 


Gettysburg, Pa.—A charter was granted at the State 
Department Nov. 8 to the Washington, Westminst er & 
Gettysburg Electric Railway Co., which will build @ 
line 14 miles long, from Gettysburg to the state line. 
The capital stock is $400,000, and the officers of the com- 
pany that proposes to build the portion in Pennsylvania. 
are: President, James B. Colgrove. Washington; direc- 
tors. Samuel M. Bushman, Charles A. ‘frostel and Henry 
C. Little, Gettysburg: Henry A. Gady, Washington; 
Charles H. Duttera and John A. Shorb; Littlestown. 


Kansas City, Mo.—The Kansas City-Leavenworth 
Electric Railway, Power & Miniog Co. has been granted 
a charter with acapital stock of $6,000,000, for the pur- 
pose of building a road from Kansas City to Atkinson 
through Leavenworth, and also to build atelegraph line 
and to sell power in the vicinity. It also proposes to do 
a general coal mining business. The directors are: 
David A. McKibben. J. M. Laing. H. D. Rush, J. L. Mc- 
Kibben and G. W. Kierstead, of Leavenworth: S. G. Mc- 
Wade and John C. Willard, of Cleveland. 


Maplewood, N. J.—The South Orange & Maplewood 
Traction Co. has been incorporated by H. A. Page, 
South Orange: E. D. Page. New York, and Frank 
Brewer, West Orange, to build an electric road between 
the places mentioned in the title. The capital stock is 
placed at $100,000, $25,000 of which is said to have been 
paid in. 


Milford, Mass.—The Milford & Woonsocket Street 
Railway Co. has been formed to build a road from Milford 
to Blackstone through East Mendon, Mendon Center and 
South Milford. Among the stockholders are: G. M. 
Billings, Milford; W.S, Reed, Leominster, and M. S. 
Myrick, Boston. 


Milton, Mass.—The Milton, Randolph & Boston 
Railway Co.. and the Quincy & Boston Railway Co., 
rag? Eig petitions for franchises to build electric roads 
in Milton. 


Minersville, Pa.—The Town Council has rescinded 
the resolutions to annul the franchise of the Schuylkill 
Electric Railway Co. for failing to build the Heckscher- 
ville Branch in the time agreed upon when the franchise 
was granted. 


Needham, Mass.—The Selectmen of Needham have 
granted a franchise to the Matick & Cochituate Street 
Railway Co. for an electric railroad through Needham, 
from the Weliesley Line to the Dedham line. 


New York.—A number of employees of the Brooklyn 
Heights Railroad, of Brooklyn, have been put at work 
preparing the New York terminus of the Brooklyn 
Bridge for the electric cars which will run from Brook- 
lyn. The larger part of the tracks to the bridge ap- 

roaches have been laid, and, unless unexpectedly hin- 

ered, the entire work will be completed bv the middle 
oftDecember. It is probable, however. that the cars will 
not be placed in operation until the last of next month. 

Twelve of the new carsof the Metropolitan Street 
Railway have been placed in service on the new elec- 
tric conduit road between Astor place and Forty-second 
street on Madison avenue. 


Omaha, Neb.—The Manawa Electric Railroad has 
filed its petition and a special election to vote on the 
charter for an extension of the company’s tracks will be 
held Nov. 20. Itis proposed to expend about $300,000. 
The first part of the line will be built from the Manawa 
line to the new bridge recently built. It will be a 
double-track road and 60-lb. T-rails will be laid nearly 
the entire distance. 


Oswego, N. Y.—Permission has been granted to the 
Oswego Street Railroad Co. to cross the tracks of the 
New York, Ontario & Western at grade. The granting 
of this right of way means the extension of the line toa 
point near the entrance of the St. Paul cemetery. The 
company is now laying ties in the building of its exten- 
sion to’ Minneto. 


Parkersburg, W. Va.—The Parkersburg & Marietta 
Traction Co. was incorporated last week with a capital 
stock of $5,000,000 to build and operate an electric road 
between Parkersburg. W. Va., and Marietta, O., a dis- 
tance of 14 miles, by way of Williamstown, W. Va., and 
several other small towns. The incorporators are: A. 
McCash and E. E. Wickson, of Parkersburg, W. Va.; 
A. J. Yoke, of Grafton. W. Va; S. S. Stone, of Vienna, 
W. Va., and W. W. Reynolds. of Oil City, Pa. The 
Tractiou Company will use the Marietta & Williamstown 
bridge over the Ohio River, and will include in its hold- 
ings the Park City Railway, of Parkersburg, and the 
Marietta Street Railway, of Marietta. 


Philadelphia, Pa.—A committee appointed to re- 
port on the ordinance granting permission to the South- 
western Passenger Railway Co. to build an electric road 
in thesouthwestern section of the city will make a re- 
port very soon. The same committee recommends the 
ordinance to extend the franchise of the Elmwood & 
Fairmount Park Passenger Railway Co. until April 1, 
1898, 


Rochester, Ind.—Promoters of the Michigan, In- 
diana & St. Louis Electric Railway, which is to be built 
from Goshen to Danville, Ill., held a meeting in Roches- 
ter on Nov.3 A dozen towns were represented, and it 
is proposed to run either by Bourbon, Rochester and Lo- 
gansport or Plymouth, Culver and Winamac. Com- 
mittees were appointed and the next meeting will 
be held at Winamac, Nov. 17, to determine upon the 
route. 


St. Louis, Mo.—The Willmore bill authorizing the 
Forest Park Scenic Railway Co., to build an electric 
road in Forest Park has been submitted to the Coun- 
cil. The period is 59 years, during which time the com- 
pany agrees to pay the city two per cent. of its gross 
earnings annually for the first 10 years, three per cent. for 
the next 20 years and five per cent. for the last 20. Trains 
are to be run every 10 minutes during the day from 
April 1 to Nov. 1, and every hour during the balance 
¢ the year. The speed is regulated to eight miles an 

our. 

A bill has also been introduced granting to the St. 
Louis & Kirkwood Railway Co., known as the Hause- 
man Line, a franchise to extend its tracks so as to enable 
it to connect with the Suburban Railroad on Maple av- 
enue. The city agrees to pay $500 a year between the 
fifth and tenth years and $1,000 a year for the remaining 
30 of its existence. 

A bill has also been introduced granting the St. Louis 
& Merrimac River Railroad a franchise to extend its 
tracks over a private right of way from Sarah street to 
O’Fallon Park. After 1910 an annual percentage of the 
road’s gross receipts is_,to be paid to the city as is pror 


vided for in franchises already granted to the company. 
The Cabeene Place Railway Co., of St. Louis, bas been 
incorporated with a capital stock of $140,000 by Edward 
Whittaker, C. D. McClure and others. ; 
Construction work has been begun on the St. Louis, 
Fenton & Southwestern Electric Railway. As pre- 
viously noted, the road will be built over private right 
of way from St. Louis southwest to Fenton. 
Salem, N. Y.—A portion of the Erie & Central New 
York Railroad has been completed and is now running. 


Sherbrooke, Que.—The road which has been built in 
Sherbrooke, Que., will soon be placed in operation. 


Seuth Orange, N. J.—The new extension of the 
South Orange & Maplewood Street Railroad Co. to 
Main street, Orange, was completed and has been 
formally opened. The cars on this line will be heated by 
electricity, and will be vestibuled. 


Syracuse, N. Y.—It is stated that the Moravia, 
Skaneateles & Syracuse Electric Railroad will com- 
mence work very soon. 


Titusville, N. Y.—The plant of the Titusville Electric 
Traction Co., which is building an electric road from 
Hydetown to Titusville and Pleasantville, is designed 
for 450 H. P., 300 of which is now being installed. and 
which consists of two 72°in. x 18-ft. horizontal tubular, 
of the Atlas heavy duty type. and built for 1501bs. work- 
ing pressure. Each boiler has 78 4-in. tubes. When 
completed, two 16 x 42 in. Atlas Corliss engines of 
improved design will be used, each of which will drive 
a 100 KW. General Electric generator. But one engine 
is now being installed. The pumps and heater are of 
the Stilwell-Bierce & Smith-Vaile type, the heater be- 
ing of their recently improved horizontal type and the 
pumps are all or the duplex pattern. The building is 
now in process of construction, and it is the intention to 
have the plant completed and in running order by Jan. 1 
next. 


Toledo, O.—An effort is being made to induce the 
Toledo, Bowling Green & Fremont Railroad to change 
its route and extend the road from Bowling Green into 
the oil districts instead of building to Tremont. It is 
argued that were the road built to the oil districts a pay- 
ing freight business would be built up. 


Toronto, Ont.—Our correspondent informs us that 
the City Council has decided to extend the street rail- 
road to the island. 


Whitehall, N. Y.—Preliminary surveys have been 
completed for the Whitehall & Granville Electric Rail- 
road which is to be known as the Whitehall & Gran- 
ville Electric Railway and will be built for both pas- 
senger and freight traffic. 


Yonkers, N. Y.—Theé Yonkers Ralroad Co. has filed 
a sufficient number of consents for the building of its 
line in South Broadway. The Commissioner of Public 
Works has refused to grant the permit because of a re- 
monstrance presented at the last meeting of the Com- 
mon Council. 


Youngstown, O.—The Mahoning Valley Southeastern 
Electric Railway Co. has been granted a franchise giv- 
ing authority to build a line through the county to 
Struthers, six miles from Youngstown. The capital 
stock will be placed at $75,000. The road will probably 
be built very soon and it is hoped to have it completed 
by March next. 








GENERAL RAILROAD NEWS. 





Boston & Albany.—The earnings for the quarter 
ended Sept. 30 were reported as follows: 








Three months: 1897. 1896. Inc. or dee. 
Gross earp...... sensecuces $2.522.402 $2,373,947 I. $1'8,455 
Oper. CXMB sc ccvs sccccees 1,901,659 1,723,745 1. 177,914 

Net earn........ . $620,743 $650,202 =D. $29,459 
CHAFECB...<ccccee. 142,675 139,265 E. 3,410 

Surplus...... $178,(68 $510,937 D. $32,869 


Boston & Maine.—The earnings for the quarter 
Sept. 30 were reported as follows: 














Three months: 1897. 1896. Ine. 
GLOSS CAFR... ccccececcoce « $5,665,891 $5.51?,249 $153,642 
Oper. CXPCBeec...cs--eccces 3,747,941 3.716.689 31.252 

a iciicnasidiaia $1,917,950 $1,795. 560 «$192,390 
Other income......... aeess 121,712 107,570 14.142 

Total net earn............ $2. 039,662 $1,993,130 $136.532 
CHM Naceccasscuccesececds 1,349.466 1,292,785 56,681 

SUrplus....ccccccccceccecs $690,196 $610,345 $79,851 


Boston, Revere Beach & Lynn.—The annual re- 
port for the year ended June 30, 1897, shows earnings as 
follows: 

Year: 


GO. 6 ois inccdceciadidecsasescecnaveacs 
Cher CBPEM. . 6c cccceccecccs aaa 


eevee soeee $264 


De SERCO CULE TCL E eT CrETT uacedcuddenedaeacadennaes 
FuGerest....cccece Ssdudevcavceusducctedaededeesaas $48,671 
cw en avec cata duddesdeecusesdeedetvdecesastaece 6,277 
PWM ccs cu ceudesucsccedds caatvedces sadeccevedeedd 
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Saas. SUNS TA LEGER... cevsccecisscscccece engditdiaaausa stile 
Surplus June 30, 1897........... sddidseuedeuqadaadeandastses $57,390 


Bridgton & Saco River.—The annual report for the 
year ended June 30, 1897, shows earnings as follows: 


¥eé #2 1897. 
iC SBRPeeeecercrreer re ceeererrrcorerec rc cr erereere:: |. 
GIN Circ ddevcevccccacesedcasecidnscciavecctivecaddechac 19,019 

EMM ORM ac decckddd dduddpaqdedeaes ccudéeewataecuaaubenawns ~ $9,386 
WER CMMI ge cp cccccccccdcecss sdvcccddaasavevanatindneeds eee 

Sl. RRC CCEEC COT CCOPTTE POT ETE PET EE adacdvadtdacs aes ", $2,738 
BURG Ree OF CUO GH CONG 5s 5 oss cadres cc evcecsacccccddutes 800 

BIAROGickccccavcescs Maddie dbbngKkered dxccgadasadul sce $938 


Central Vermont.—The trustees of the estate of J. 
R. Langdon, of Vermont, have withdrawn $600.000 of 
first mort gage bonds from deposit under the reorganiza- 
tion plan, and it is understood tha‘ other stockholders 
will withdraw and steps be taken for a new plan of re- 


organization whereby the first mortgage bondholders 
will be better protected than under the present plan. 
(See this column for Sept. 17.) 


Chicago, Burlington & Quincy.—At the annual 
meeting of stockholders, held in Chicago Nov. 3, it was 
decided to purchase the Grand Island & Wyoming Cen- 
tral, the Grand Island & Northern Wyoming and the 
Big Horn Southern, all now operated by this company 
under leases. 


Delaware, Lackawanna & Western.—The earnings 
of the leased lines for the quarter ended Sept. 30 were 


reported as follows: 














Three months: 1897. 1896. Inc. or Dec. 
GUOGN ORNs ccs ddcccccccives $2,372 003 $2,461.715 D. $39.712 
Oper. expen 1,075,701 1,158,310 D. 82609 

INGUMMMEN Co ccccvanccesucud $1,295,302 $1,303.405 D. $7,103 
Fixed charges...... ...e.e- 628,249 620,719 7,500 

Surplus...... ae adewanade $668,053 $682,656 D. $14,603 


Denver & Rio Grande.—The earnings for September 
and for the three months ended Sept. 30 were reported 























as follows: 

September: 1897, 1896. Inc. 
CHC OR oc dg c dein vcccccacccces 731,313 $623,025 $108 288 
A ee See ee 438,944 379,845 59,099 

OG ihe cccdcescacieaxadades $292.369 $243.180 $49,189 
Cada cdccdnecdce tes ccccécs 204,562 200,520 4,042 

a Eee $87,807 $42,660 $15,147 

Three months: . 

GINO ac de ccncnccedcuces $2,114,426 $1.569 919 $244,507 
CR OM Se csci nce cczccedces 1,230,636 1,115,896 114,740 

Nee GEM... <c3sc55cs ~ $883.790 $754.023 $129,767 
Charges 589,811 581.949 7,862 

CI a sso dcesita~sccdedccaes $293,979 $172,074 $121,905 


Erie.—The earnings for September and the J0 months 
ended Sept. 30 were reported as follows: 





September : 1897. 1896. Tne. 
Gross earn...... acieadodes $ 3.189.669 $?,769,490 $129,179 
Oper. expen. and taxes.....  7,390.943 1,936,932 364.011 

Net earn...... Nitdadsaddads $888,726 $832,258 $56,168 

Ten months: 

Gross earn ..... .. . ... . $26,654,406  $25.388,126  $1,266.2R8N 
Oper. expen. and taxes...... 20,137,028 18,933,359 1, 203.669 
TO oi iocicticnceae $6,517,378 $6,434,767 $62,611 


Fitchburg.—The earnings for the quarter ended Sept. 
30 were reported as follows : 











Three months. 1897, 1896. Inc. 
Gross earn $1,997,234 $1,867,587 $129 647 
Oper. expen..... 1,254,331 1,195,853 58 478 

INGE GRD son ccdc dacctccns $712 903 $671,734 $71.169 
Interest, 6tc.........000. 382,518 371,618 10,900 

MN si ccinnetzicss $350 385 $300,116 $60,269 


The gross earnings for September. 1897. were $702,248, 
against $632,932 for 1896, a gain of $69,316. 


Ft. Plain & Richfield Springs.—This property is ad- 
vertised for sale at public auction at Herkimer, N. Y., 
Dec. 9, on judgments for about $18,000. It is stated that 
the entire road from Richfield Springs to Ft. Plain, 22 
miles, is graded and bridge abutments built, but no rails 
have been laid. - 


Great Northern.—The approximate gross earnings 
for October and for the four months ended Oct. 31 were 
reported as follows : 








October: 1897. 1896. Ine. 
P. M. & WM. leased lines........ $2,234,196 $2,059,345 $174,851 
Exstern Rv. of Minn........... 282,530 260,499 2,1: 
Montana Central Ry...... .... 202,581 162,475 40,106 
Total for system.... .... .... $2,719,397 $2,182,220 $237,087 
Four months : 
P. M. & M. leased lines ....... $7,177.999 $6,589.596 $597.313 
Eastern Ry. of Minn........... 856,196 876,695 29.591 
Montana Central Rg............ 730,361 656,224 74,137 
Total for system......ccce sce. $8,764.166 $8,063,425 $701,041 


Illinois Central.—The earnings for September and 
ne three months ended Sept. 30, were reported as 
ollows: 














September: 1897. 1896. Tne. 
CC ee $?,341,208 $1,905,056 $136,148 
wr ee 1,661,075 1,319,679 341,396 

NOR GROM isa deicccxcaiace $680,129 $585,377 $94,752 

Three months: 

GOON GAN < cniec dccdcsccse $6,595. 958 $5. 199,541 $1,3°6,417 
Serer 4,779,739 3,868,835 910,904 
ee ee $1,726,219 $1,330,766 $395,513 


Long Island.—The earnings for September and for the 
three months ended Sept. 30 were reported as follows: 




















Three months: 1897. 1896. Inc. or Dec, 
BPP CPEECEEP CPE LOPE $1.535.381 $1.433,229 T. $102,152 
CFG CBee a sccccccecdaee 819.795 763.180 =, 86,615 

WOU OUMMR yoo seaes xs Secrccacs $535 586 $670.049 =. $15,537 
Other income.... ........... 64,578 51.599 1. Son 

FOtal MCOME 6.60. cccsccece $750,164 $77: 618 . T. $28,516 
CIN doce cess. cuadacancas 307,759 315,621 D. ‘7.862 

WO tat iacteton $142,495 «$403,027 «SL. $36,378 


Milwaukee, Benton Harbor & Columbus.—The 
South Haven & Eastern, of which a controlling interest 
has been recently acquired, has been turned over to this 
company. (See this column for July 23.) This isa nar- 
row-gage road running from South Haven. Mich.. 
southeast through Hartford to Lawton, 37 miles, and 
work is in progress to make it standard gage. 


Morristown & Cumberland Gap.—The Tennessee 
Supreme Court has ordered the sale of this road to satisfy 
claims, as follows: Back taxes, $4.000; right of way claims, 

about $20,000: receiver certificates, about $12.000. The 
road extends from Morristown, Tenn., to Corrytown, 42 
— and the first sale was ordered to take place Feb. 


New York Central & Hudson River.—The gross 
earnings for October, 1897, were $4,253,118 against 
$4,148,078 in 1896, an increase of $105,040. 


New York, New Haven & Uartford,—The earnings 
for the quarter ended Sept. 30 were reported as follows: 














Three months: 1897. 1896 Inc. or Dec. 
GQUOMMOONTE co idccsiccascecas $8.345,150  $7,892.932 I. $452,255 
Oper. expen..... wucadnaine 4,916,224 5,070,511 D. 124,287 

WRG GRRE ees ces saceccces $3,398,926 $2,822.42 T. $576.505 
Other income........... aia 31,192 110,025 D. 78,833 

ER aS $3,430,118  $2,932.416 I. $497.672 
Fixed charges eeeee 1,576,290 1,563 674 A 12,616 

SUN ae o cdiidvnccdecass $1,853,828 $1,368,772 I. $185,056 


Old Colony.—The Massachusetts Railroad Commis- 
sioners have approved the issue of $200,000 four per cent. 
bonds to run until 1925 under the issue voted by the di- 
rectors of this leased line of the New York, New Haven 
& Hartford, Sept. 28. (See this column for Oct. 1.) 


Oregon Improvement Co.—The entire property o 
this company was sold at public auction for $1,000,008 a 
Seattle, Wash., Nov. 6, by order of the Circuit Court 
Master of Chancery Eben Smith, =(See this column for 
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Oct. 15.) The purehasers were John R. Waterbury and 
T. Jefferson Coolidge. Jr., representing the Reorganiza- 
tion Committee. Denositors of the various securi- 
ties called for by the Reorganization Committee. 
of which John I. Waterbury is Chairman, are notified 
that the third installment of $25 on each consolidated 
mortgage bond, #2.50 on each share of preferred stock, of 
#2 on each share of common stock. according to the ac- 
cepted plan, as detailed in this column Sept. 12, has been 
called to be paid at the Manhattan Trust Company, New 
York, and the Old Colony Trust Co., of Boston. 


Oregon Railroad & Navigation.—The earnings for 
September and for the three months enced Sept. 30 were 
reported as follows: 








September: 1897. 1895. Inc. 
SS | ee $702,320 $451,064 $251,258 
ee EE ere 316,286 221,397 94.889 

em re $386,034 $229,667 $156,367 

Three mon'hs: 

TRIGNO ORD 555 <5siccesvescene $1,698,913 $1,172,707 $526,206 
RS DROOR eiosesnssocesex 851,86: 710,293 144,576 
Oe $814,044 $162,414 $381,630 


St. Leuis & San Francisce.—Judge ‘Thomas has 
issued an order at Vinita, I. ‘U., appoiuting R. L. Me 
Clure, of Ft. Smith, Ark., a Special Master to sell the 
Ceutral Division of the Atlantic & Pacific under fote- 
closure of the first mortgage for $2,794,000. This action 
is said to be in accordance with the plan of the St. Louis 
& San Francisco to purchase this line free of all incum- 
brance which it has heretofore operated. 


Union Pacfic.--Judge W. H. Sanborn, of the. U. S. 
Court, at St. Paul, Minn., has confirmed the government 
foreclosure sale of the main line on Nov.1. The sale of 
the Kansas Pacific branch under the government fore- 
closure, has been — from Nov. 4 to Dec. 16, at 
Topeka, Kan., and the sale of the Denver Pacific first 
mortgage from Nov. 8 to Dec. 20, at Denver. 


Wisconsin Central.—The Reorganization Committee, 
of which T. Jefferson Coolidge, of Boston, is Chairman, 
announces that over 83 percent. of the inmiprovement 
bonds have been deposited and that bonds not hereto- 
fore deposited will be received up to Nov. 14, after which 
they will be received only on payment of $10 penalty per 
bond. (See this column for Oct. 8.) 








Electric Railroad News. 





Baltimore, Md.-—-The Baltimore-Northern Railway 
Co., which was recently formed by the consolidation of 
the Falls Road Electric Railway Co. and the Pikesville, 
Reistertown & Emery Grove Railroad Co., has placed a 
mortgage deed of trust on record to coverthe issue of 
$1,250,000 50 year 5 per cent. gold bonds. The new com- 
pany has assumed the indebtedness of the other cor- 
porations, amounting to $1,100,000. 


Bennington, Vt.—A certificate of consolidation of 
the Benningtun Electric Railroad Co. and the Hoosick 
Railway Co. was filed with the Secretary of State un 
Nov. 9, the new company to be knuuwn as the BKenning- 
ton & Hoosick Valley Railway Co., and its capital stock 
is $160,000. The directors are Galen C. Moses, of Bath, 
Me.: E. L. Bates and I. E. Gibson, of Bennington, Vt; 
W.C. Goer. of Troy, and G. E. Greene, Joseph Buckley, 
W. M. Holmes, Levi Worden and G, F. Rising, of Hoo- 
sick Falls. 

Bloomington, Ill.—The application for a Receiver 
for the Bloomington Street Railway Co. will be with- 
drawn and the same management will! remain in control 
until next’ May. 


Boston.—The Massachusetts Railroad Commission 
has anthorized the issue of $80,000 additional stock by 
the Quincy & Boston Electric Railway Co., to provide 
for the floating indebtedness, 


Chicago.~-The North Chicago Electric Railway Co. 
has soid to N. W. Harris & Co. the first mortgage 6 per 
cent. bonds, amounting to $363,000. The sale was made 
for the purpose of exteuding and improving the line. 


Hull, Que.—The Aylmer Branch of the Canadian 
Pacific Railroad has been purchased by the Hull Elec- 
tric Railway Co. The line is nine milesin length and con- 
nects Aylmer with Ottawa. The Hull company will 
now endeavor to secure a franchise in Ottawa and com- 
pete with the Ottawa Electric Railway Co. 


Jersey City, N. J.—The act of the last State Legis- 
lature requiring traction companies in New Jersey to 
run vestibuled cars between Nov. 1 and April 1, in order 
to protect the motormen, went into effect last week. 
The Consolidated Traction Co., of Jersey City, has not 
complied with the law, which imposes a penalty of $50 
aday for each car run without a vestibule. A number 
of the motormen of the company were arrested on Mon- 
day of last week, and it is understood that if judgment 
is made against them the company will test the consti- 
tutionality of the law. Mr. Spencer Weart, counsel for 
the company, states that the law is vague and an inter 
pretation is necessary and says the company is not 
seeking to evade the law, but that it would liketoknow 
—_ the law really means before a large expenditure is 
made. 


Long Island City, L. I.—Mayor Gleason last week 
ordered the Commissioner of Pablic Works to revoke 
the permit of the New York & Queens County Electric 
Railway Co., which had begun to lay new rails on Bor- 
den avenue near the Dutch Kills. 


Marion, O.—The principal creditors of the Clodfeiter 
Interurban Railway Co. are said to have reached an 
agreement for the complete reorganization of that com- 
pany under the name of the Indiana Traction Co. A 
committee was appointed to report on the most advis- 
able route, 


_ Pontiac, Mich.—The City Attorney has asked for an 
injunction against the company restraining it from 
running itscars in Pontiac until the provisions of the 
franchise are fully complied with. 


Pottsville, Pa.—Mr. Lewis S. Wright has resigned as 
General Manager of the Schuylkill Electric Railway Co., 
which took effect Nov. 8 The Superintendent will at- 
tend to the duties of the office until a suecessor to Mr. 
Wright has been appointed. 


St. Lonis, Mo.—The Delmar Avenue & Clayton Rail- 
way Co. has asked the St. Louis County Commissioners to 
return the $1,000 guarantee which was deposited before 
the company began to build its line. Subsequently, it ap- 
pears that the County Courtagreed to abandon part of 
the route and consequently the road was not com pleted 
in the specified time. This, the company claims, annuls 
the franchises and it now asks for the return of the de- 
posit. 


St. Thomas, Ont.—Our correspondent informs us 
that the Citv Council has decided to submit a by-law to 
the ratepayers to guarantee the’ bonds of the street 
railroad to the amount of $50,000, providing the motive: 
nower of the road is changed to electricity. 


Sing Sing, N. Y.—Mr. John V..Cockroft has been ap 
pointed Receiver of the Ossining Electric Railway Co., 
the complainant being John B. Truesdell. The Re- 
ceiver must file bonds to the sum of $10,000 and is di- 
rected to continue the railroad pending further orders 
from. the court. This road is operated entirely 
within the limits of Sing Sing and has been running for 
about five years. I[t is stpposed that this is a prelinii- 
nary step to the teorganization of thé company on a 
plan whieh will include an extensién of the line to other 
villages in the county. 


Worcester, Mass.—At the annual meeting of the 
stockholders of the Worcester & Suburban Railway Co. 
it was decided to ratify the lease of the Blackstone Val- 
ley Street Railway Co. The lease was for three years, 
with the condition that it may be continued 96 years. 


TRAFFIC, 











Traffic Notes. 

The Missouri Valley Car Service Ananelatinn, has _ 
organized at St. Joseph, Mo. Its territofy will include 
the cities of St. Joseph, Atchison and GeaVenworth. 

The Lehigh Valley annotinges & wéekly lite of tourist 
sleeping cars ftom oy eomey to California over the 
Grand Trunk, the Rock {sland and the Denver & Rio 
Grande, 

Ladenburg, Thalmann & Co., of New York, have sued 
the Standard Oil Co., for $300,000 damages, due to alleged 
unlawful discrimination in freight rates on oil shipped 
during the years 1884-87. It is alleged that the Standard 
Oil Co., shipper of the oil, received rebates from the 
Pennsylvania Railroad. 

The Cleveland Leader says that the railroads carrying 
freight to that city will make a determined effort to 
keep the electric lines from doing a general freight busi- 
ness. Some of the electric lines already carry cans of 
milk and various kinds of merchandise, and load and 
unload cars in the Public Square. Aa officer of the 
Pennsylvania, whose office overlooks the square, says 
that the view from his window frequently resembles 
that of a freight yard. 

The Southern Pacific announces that the Sunset Lim- 
ited train, which is now running twice a week between 
Chicago and San Francisco, will hereafter run every 
other trip to New Orleans instead of Chicago, the quar- 
antine restrictions at New Orleans having been re- 
moved. 

Southern newspapers noW ¢oiitdin announcements 
every day of the resumption of the passenger traffic 
where it has been interrupted by quarantine restrictions 
and the yellow fever scare; and by the time these lines 
reach the reader most or all of the railroads will, no 
doubt, be running all their regular passenger trains. 


The United States Circuit Court in Texas, in the suit 

of McFadden against the Texas Railroad Commission 
and seven railroad companies, has sustained the State 
Commission in its right to prescribe regulations for 
compressing cotton. The compress regulations of the 
Commission were held not to have deprived the plain- 
tiff of his property without due process of law and not 
to have interfered with interstate commerce. The de- 
cision, by Judge Maxey, says that— 
‘* It is not to be presumed that the railroad commission 
would engage ina deliberate attempt to destroy or cripple 
commerce carriers, or that it would formulate rules 
either to harass the citizen or to encourage and foster 
monopolies, and the party complaining of its action 
should make outa clear case of wrong or excess of power 
to justify the court in staying its hand and paralyzing 
its efforts by the summary process of injunction.” The 
plaintiff has apnealed the case to the United States Cir- 
cuit Court of Appeals. 


Differential Passenger Fares to and from St. Louis. 


A iarge number of St. Louis business men have 
written to the managers of the Joint Traffic Asso-- 
ciation protesting against the carrying out of the recom- 
mendation of the managers that excess fare must be 
charged on fast trains between St. Louis and eastern 
cities. The standard time agreed upon by the managers 
is 33 hours between New York and St. Louis and the 
increase in the rate is $1 foreach hour or fraction of 
an hour less than the standard. The complainants 
aver that the fast St. Louis trains are not to be 
compafed with those running between New York 
and Chicago. They say that “The so-called lim- 
ited trains are not in the full sense of the word 
limited or especially fast trains, as it is only over a part 
of the lines that a high rate of speed is granted. The 
car of the Pennsylvania line that. leaves St. Louis at 1 
p. m. is attached, we understand, to the Chicago Lim- 
ited at-Pittsburgh; the train by the Big Four is joined to 
the Cincinnati train at Galion, O., and both these trains 
from St. Louis to their points of connectivun are but 
ordinary trains, while the fast trains from Chicago are 
solid vestibuled Pullman trains, taking no coaches or 
second-class cars, and are equipped with _smoking- 
car, reading-room, barber shop and bath-rooms, and run 
as solid trains between Chicago and New York. St. 
Louis has no such service as this, and yet it is 
proposed to put our so-called limited trains 
on a parity with those solid trains from Chicago. 
Such action would be the means of diverting traffic 
of Texas and the Southwest trom this gateway to 
Memphis and New Orleans. It would make the connec- 
tion between Western and Eastern lines so close that 
travelers journeying through St. Louis would have no 
time whatever in St. Louis, while passengers through 
the Chicago gateway have from tive totenu hours’ lay- 
over. On the strictly limited trains (such as we do not 
have) the public who desire such service are willing to 
pay higher prices than on ordinary trains such as we 
have out of St. Louis. Chicago, by reason of more lines 
to the East, has more differential trains below standard 
rates and more trains where standard rates only are 
charged, and parties may select any of several trains and 
pay accordingly.” 

Settlement of the Troy (Ala.) Long and Short Haul 
Case. 


The United States Supreme Court has affirmed the de- 
cision of the lower court in the case of the Interstate 
Commerce Commission against the Alabama Midland 
and the Central of Georgia Railroad Company and others. 
The case arcse out of charges that the companies were 
disregarding the long and short haul law. The point at 
issue was whether. vhen there was competition between 
railroad and water transportation, the roads must in 
making lower rates first get leave from the Interstate 
Commerce Commission, and it was decided in the nega- 
~~ by the court in an opinion handed down by Justice 

iras. 


The action was begun before the Interstate Commerce 
Commission in 1892 updn a petition from the Board of 
Trade of Troy. Ala., alleging a discriminatidn by the 
roads against that town in the interest of Montgomery 
and other places. The roads defended their rates as 
necessary to meet water transportation; but the Com- 
mission decided against them, and also held that prefer- 
ence in rates should not be granted except upon author- 
ity first secured from the Conintission: : 

The court has now overruled the Commission on bot 
points; holding on the first that ‘‘competition is dnéd 
the most obvidus aid effective circunistances that maké 
the édnditidns under which a long and short haul is per- 
formed substantiaily dissiniilar.” Justice Shiras said; 
however, that the decision was not intended to relieve 
common carriers from the restraints of the third and 
fourth sections of the law, but that its purport was that 
these sections are ‘not so stringent and imperative as to 
exclude in all cases the matter of competition in deter- 
mining the questidns of undue and unreasonable prefer- 
ence.” ; 

Upon the other point, as td whether railroad com- 
panies can. be relieved from thé opetations of the lonk 
and short haul elatise of the Interstate Commerce At 

ithout first invoking, the consent of the Cominiishion: 

‘usticé Shifas said: ‘‘We are unable to suppose t hat 
Congress ititended to forbid common carriers, in caseS 
where the circumstances and conditions are substan- 
tially di similar, from making different rates until and 
unless the Commission shall authorize them to do so.” 
The decision of the Circuit Court of Appeals for the 
Sixth Circuit was affirmed. aie ede fy: 

Justice Shiras declares that in view of former rulings 
of the court, which are cited, the questions whether; in 
particular instances, there has been an undue or uprea- 
sonable prejudice are questions of fact. - Coming 
at last to the questions of fact in this case ‘‘ we encoun- 
ter alarge amount of conflicting evidence. It seems 
undeniable, as the effect of the evidence on both sides, 
that an actual dissimilarity of circumstdnces and con- 
ditions exists between the tities concerned, both as re- 
spects the volume of their respective trade and the com- 
petition affecting rates occasioned by rival routes by 
land and water. Indeed, the Commission itself recog- 
nized such a state of facts by making an allowance in 
the rates prescribed for dissimilarity resulting from 
competition, and it was contended on behalf. of the 
Commission, both in the courts below and in this 
court, that the competition did not justify the distrim- 
inations against Troy to the extent shown, and that the 
allowance made therefor by the Commission was a dtie 
allowance. The issue is thus testricted to the question 
of the ———— of the evidence on the réspective 
sides of the controversy. We have tead the evidehte 
disclosed by the record and have endeavored to weigh it 
with the aid of able and elaborate discussions by the re- 
spective counsel; No useful purpose would be served 
by an attempt to formally state and analyze the evi- 
dence, but the result is that we are not convinced that 
the courts below erred in their estimate of the evidence, 
and that we perceive no error in the principles of law on 
which they proceeded in the application of the evidence.” 

Justice Harlan dissented from the opinion, remarking 
that it went far toward defeating the ge of the 
Interstate Commerce law, and adding: “It not only 
minimizes the power of the Interstate Commerce Com- 
mission far below the intention of Congress with refer- 
ence to it, but it puts into the hands of the railroad 
companies the power to so arrange the transportation 
business of the country as to destroy the business of in- 
termed iate points.” 


Chicago Traffic Matters. 


CHICAGO, Nov. 10, 1897. 

The long: drawn-out conference held in this city durin 
the past week between the Colorado lines and the gul 
steamship companies in regard to equalizing rates from 
New York to Colorado points via gulf ports ended in a 
total disagreement. The steamship people insisted upon 
big differentials, to which the railroads refused to agree, 
and the railroads have decided to take independent 
action. They will meet the steamship competition by 
applying from St. Louis and Chicago such rates as, 
added to the lowest rate from New York, will make the 
same through rate as is made by the water lines. 

Acting on “‘ recommendations” from the managers, 
the Erie bas withdrawn all its cut dairy rates, which 
for some reason have been kept in for some weeks iu 
spite of all remonstrances. 

A readjustment of grain rates to the east across Lake 
Michigan has been made by the Nortiwestern and the 
St. Paul, whereby the inequalities that have existed to 
the disadvantage of Milwaukee, and in favor of Green 
Bay and Manitowoc, have been done away with, the ad- 
justment necessitating the r-ducing of some of the rates 
in Wisconsin about a cent and the raising of others. 

All-rail grain rates from Chicago to the seaboard are 
said to be badly demoralized, many shippers getting as 
low as 1714 cents to New York; provisions are cut from 
5to8cents. The fertilizer rate to New York has been 
formally reduced to 16! cents, the rate covering tank- 
age, dry blood, etc. ‘{his places the Chicago shippers in 
a position to meet the competition of shippers from and 
through East St. Louis, where contracts exist on the 
basis of this rate extending until April, 1898. 

The Santa Fe has met the 15 cent rate on grain from 
Kansas City to the gulf ports made by the Kansas City, 
Pittsburgh & Gulf. This will divert grain from North- 
ern and Kastera markets ano the competing lines will 
be forced to follow. The lake rate from Chicago to 
Buffalo has fal!en to 1 cent a bushel on corn and oats. 

Eastbound shipments. from Chicagu and Chicago 
junctions to points at and beyond the western termini 
of the trunk lines for the week ending Nov. 4 amounted 
to 57,927 tous, as compared with 62,326 tons the preced- 
ing week. This statement includes 15,110 tons of grain, 
3,669 tons of flour and 14,028 tons of provisions, but not 
live stock. The following is the statement in detail for 
the two weeks: 




















WEEK ENDING | WEEK ENDING 
Nov. 4. Oct. 28. 
Roads. 
Tons. p.c. Tons p.c 
Baltimore & Ohio........... 4,314 7.5 3,475 5.6 
> C., C. & St. Louis........ 4,628 8.0 4,618 7.4 
EEG Raunt ceseieaceslacsseson 9,106 15.7 9,855 15.8 
Gpane THONK....sccccccesscs 4,072 7.9 6,966 11.2 
PRR ES URS cis cisiecccleiessmiceee 4,770 8.2 5,617 9.0 
Michigan Central... ........ 5,112 8.8 4,983 8.0 
i ep (coi 2 ee aa 6,398 11.1 6,550 10.5 
Ritts., Cin., Chi. & St. Louis. 5,760 99 5,986 9.6 
Pitts., Ft. Wayne & Chicago 8,693 15.0 8,9-0 14.3 
SEER ee er eee 4,574 73 5,356 8.6 
Totals........... seseeeeee| 57,927 | 100.0 | 62,326 | 100.0 

















Lake shipments last week were 141,226 tons. 





